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NOTICE TO SUBSCRIBERS 

Consequent on further paper rationing, new subscribers 
cannot be accepted until further notice. Any applications 
will be put on a waiting list which will be dealt with in 
rotation in replacement of existing subscribers who do not 
renew their subscriptions. 

Annual subscriptions are payable in advance and sub- 
scribers are advised to pay their renewal accounts before 
the expiration of the existing subscription as the dispatch 
of copies will in all cases be stoppe d on exptration 








DISPATCH OF « THE RAILWAY GAZETTE” 


OVERSEAS 


We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
with the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
as they are stopped under the provisions of Statutory 
Rules & Orders, 1940, No. 629 
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Saturdays - - - 9am. till 12.30 p.m. 
The office will be closed on the first Saturday in every 
month until November 2, inclusive 
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Railways and the London Air Raids 
HE recent air attacks on the London area have inevit- 
ably added to the problems to be faced by the City’s 
transport system, but it has admirably coped with its 
daily task of moving millions of passengers to and from 
their homes in the suburbs to their business premises in 
town. The damage which the railways themselves have 
sustained has of necessity caused some temporary inter- 
ruption of services between certain points, but ev ery facility 
has been accorded passengers to avail themselves of alter- 
native means of transport to their destinations and the 
widest measure of co-operation has been in operation 
between the various members of the London Passenger 
Transport Pool. The Minister of Transport over the week- 
end issued instructions to the main-line railways and the 
Transport Board that the widest flexibility in the using 
of season or ordinary tickets by any alternative services 
should be allowed, and there is no doubt that the measures 
adopted have done a great deal to lessen the inconvenience 
suffered by travellers. No unnecessary formality has been 
allowed to stand in the way of rendering the utmost service 
to users of the rail and road systems. Outside the London 
area the railway system has naturally proved an attractive 
target for the enemy bomber, but the result achieved must 
be judged very small in comparison with the effort exerted, 
and the damage which has been done has served to throw 
into relief the efficiency of the plans long laid for speedy 
repair. Generally, it has been sufficient to use an alterna- 
tive route for a few hours during which repairs have been 
completed to a degree sufficient to permit of operation. 


* * * * 


Second Rebuilding of Indian Locomotives 


A complete class of 40 Atlantic locomotives built in 
Glasgow over 30 years ago is now being rebuilt in India, 
with modifications to give it a new lease of useful life 
in mail and express passenger services on the North 
Western Railway. This unusual event provides at com- 
paratively small cost a stud of much better running 
engines of a type already proved by many years of 
exacting service eminently suitable for the conditions 
obtaining, especially since their front ends were modified 
in 1925-8. This 4-4-2 type of locomotive is capable of 
handling even the increasing loads of 1940 on the easily- 
graded section of the North Western main line south of 
Lala Musa junction, between Lahore and Rawalpindi, 
where the booked speeds are not exacting and rapid 
acceleration, according to Western standards, is not essen- 
tial. It should also be noted that the provision of roller- 
bearing axleboxes for the trailing carrying wheels, together 
with a 1-ft. increase in the spacing between the trailing 
coupled and carrying axles, also compensation in the 
spring throughout the rigid wheelbase, is specially designed 
to improve the riding of these engines, in accordance with 
the recommendations of the Indian Pacific Locomotive 
Committee’s report. Preliminary trials indicate that this 
end has been achieved. 


* x * * 


Industry and 100 Per Cent. E.P.T. 


Many of our most patriotic industrialists—there is no ques- 
tion that the great majority of British leaders of trade and 
commerce are whole-heartedly pulling their weight in the 
national effort—have directed attention to the inherent 
danger to maximum efficiency of Excess Profits Tax at 100 
per cent. It is widely felt that the smallest margin of profits 
over those of the standard years which might be retained 
by industry would act as a preventive of any tendency to 
allow expenditure to get out of control and would ensure 
close attention to economical working. This would remove 
the possibility of a repetition of the difficulties which arose 








-~i 


after the last war as a result of the lack of carefully con- 
trolled works costs and so forth, which resulted in values 
becoming seriously out of balance. Mr. S. C. Goodwin, 
Chairman of the Neepsend Steel & Tool Corporation, dealt 
with the matter succinctly at the annual meeting of his 
company on September 9. He said that gradually to fall into 
the habit of thinking that, once the E.P.T. standard profit 
had been made, extra expenditure did not matter very much 
because it would come out of the tax payable to the Govern- 
ment was a dangerous line of thought. It created inefficiency, 
carelessness, and lack of initiative, diseases not easy to 
eradicate when post-war conditions returned. All should 
endeavour to operate on sound business lines and increase 
efficiency to the utmost so that, when called on to face keen 
ompetition and possibly trade depression after the war, 
idvantage could be taken of the added experience and 
improved methods established during hostilities. 


* * * * 


Fixing Railway Tariffs 

While the tendency nowadays is to seek a simplification 1m 
economic problems it is difficult if not impossible to apply 
any simple rule or formula to the fixing. of railway tariffs. 
Such is the conclusion reached by Senor Eduardo Alfonso, 
President of the Directing Council of the Madrid, Zaragoza & 
Alicante Railway, writing in our Madrid contemporary Ferro 
carviles y Tyanvias. Working costs may be constant or 
variable, but so far it has not been possible to separate 
either in a reliable proportion between different classes of 
traffi Although it may be true that the non-variable cost 
does not increase with the volume of traffic, it is wrong to 
issume that the cost, for each unit of work performed, will 
fall as traffic increases. rhe experience of the M.Z.A. Com- 
pany points to a contrary conclusion. The working cost 
(including financial charges) which in 1910 was 5-4 céntimos 
per unit of traffic, had increased in 1935 to 10-6 céntimos; 
that is, it nearly doubled, although the volume of traffic had 
risen by 40 per cent. during the same period. Concurrently, 
the average receipt had risen by 61 per cent. for goods traffic 
and only 17 per cent. for passenger traffic, or an increase in 
average receipt for all traffic of 40-19 per cent. The figure 
used for units of traffic is the sum of the number of passen- 
gers and tons of goods. In the present railway position, the 
difference between the 40 per cent. increase on the receipts 
side and the almost 100 per cent. increase in the working 
cost a unit, explains many things. 


* * * * 


Improved Third Class Coaches in India 

For decades past there has been insistent demand _ in 
India—and probably other dependencies—for improved third 
class amenities. Improvements in the coaches have been 
made from time to time by individual railways, but only 
now has the Railway Board laid down new and considerably 
higher standards of comfort and design, as outlined on page 
274. In comparing them with Western standards, it must be 
realised that Indian ordinary third class fares are only 4d. 
to 4d. a mile It is significant that the new broad gauge 
standard coaches entail an average increase in tare weight 
of from 38 to 43-8 tons, yet there is a decrease in carrying 
capacity of 10 to 26 passengers. In other words, the tare 
weight of the nine coaches at present required to carry an 
average of 1,026 third class passengers is only 342 tons, 
whereas the eleven coaches necessary to accommodate this 
number in future will weigh no less than 482 tons, requiring 
additional engine power to haul 140 tons, or a 40 per cent. 
heavier load, equivalent to 22 per cent. more coaching 
stock. Such handsome concessions to public demand deserve 
their reward in substantially increased traffic. 

* * * * 


Manchurian Railway History 

The railway history of Manchuria opens with the construc- 
tion of the extension of the Peking-Shanhaikwan Railway 
eastwards from the Great Wall, by British interests, about 
1895, to terminate at Mukden. In 1898 the Chinese Eastern 
Railway was begun under Russian auspices, and was com- 
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pleted in 1903. These two important constructions com 
prised the first stage in the history, to be followed by th 
second, in which the South Manchuria Railway. was estat 
lished and built its main and earlier branch lines. The thir: 
phase saw the financing and construction of various lines by 
Chinese enterprise and technique, up to the formation o 
Manchukuo as a separate state. The great expansion sinc: 
then constitutes the fourth stage in the history, culminating 
in 1939, in the attainment of the 10,000-km. total length o 
line, some 6,000 km. having been built in the fourth period 
In 1933 the Government of Manchukuo passed the Railway 
Act, under which all except a few small private lines wer 
nationalised, and which embodied the basic railway policy o! 
the new State. It was in the six succeeding years that the 
system operated by the S.M.R., to which company th¢ 
management of the State Railways was entrusted, increased 
by 6,000 km. The Chinese Eastern was absorbed in 1935, 
and placed with all others under the General Directorate of 
Railways in Mukden. 


oe *x * * 


U.S.A. Level Crossing Accidents, 1939 

Approximately 36 per cent. of the accidents at railway 
and highway level crossings in the U.S.A. for 1939 resulted 
from drivers of motor lorries crashing into the sides of 
trains, according to a report recently issued by the Bureau 
of Statistics of the Interstate Commerce Commission. Of 
the 3,079 level crossing accidents last year, 1,096 were caused 
by motor vehicles running into the sides of trains, resulting in 
215 fatalities and 1,623 injuries. Saturday proved to be the 
day of greatest frequency for accidents of this type, with 
44 taking place during the day and 185 at night. The largest 
number of casualties occurred between 11 p.m. and midnight, 
during which hour 26 persons were killed and 180 injured. 
In 124 day and 356 night accidents the crossings were pro 
tected by lowered gates, watchmen, trainmen, or audible or 
visible signals. Signals indicating the approach of trains 
were automatically operated in 75 day and 181 night acci- 
dents and manually operated in 13 day and 87 night 
accidents. Of a total of 844 night accidents, 339 (40 per 
cent.) were reported as occurring at lighted crossings. In 
6 day and 198 night accidents the train was standing still, 
while in 108 day and 449 night accidents the train was 
moving at less than 20 m.p.h. The weather was reported as 
‘clear ’’ in 163 day and 552 night accidents. Motor vehicles 
were reported as running at more than 30 m.p.h. in 124 day 
and 440 night accidents. There were no unusual railway 
operating conditions in connection with 244 day and 801 
night accidents. The States with the greatest number of 
accidents caused by motor vehicles striking the sides of 
trains were: Illinois, 25 day and 91 night; Ohio, 20 day and 
85 night; Michigan, 19 day and 66 night; Texas, 14 day and 
56 night, and California, 13 day and 56 night. 


oo ” * x 
The Sale Train 


Glancing at a newspaper the other day, we noticed the 
word “‘ excursion ’’ prominently displayed in an advertise- 
ment, at which we were at once overwhelmed with a sense 
of intrusion, such as that which Robinson Crusoe must 
have felt when he caught sight of Man Friday’s footprint in 
the sand. Inspection showed, however, that this could hardly 
be classed as a pleasure trip, being provided in connection 
with the summer sale at a multiple store, and the paper 
advertising it was an Irish one that had somehow strayed 
among its emaciated English brethren. Segregation of sale- 
goers in a train of their own must be appreciated by travellers 
bound on less hazardous journeys. We suffered much in 
peacetime from laden shoppers who, having set the whole 
compartment in a turmoil over the disposal of their innumer- 
able parcels, would sit down in somebody else’s seat and 
smile merrily at the upheaval they had caused as if it were a 
game of musical chairs, or utter a lilting laugh as a package 
of curious shape and unknown contents subsided upon the 
head of an embarrassed bank clerk in the corner. We hope, 
therefore, we shall not be judged unchivalrous in support- 
ing this separation of the sale train and the male train. 
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Railway Charges and Inflation 


HE continued hearing before the Railway Charges Con- 
sultative Committee of the application by the Railway 
Executive Committee for an increase of 6-8 per cent. in 
charges has shown the determination of the opposition to 
insist on a hearing, even when it is apparent that the points 
made are outside the scope of the terms of reference of the 
consultative committee. That there should be objection to 
any increase in railway charges—or indeed to an advance in 
any item of cost—is natural enough. It may well be under- 
stood that some satisfaction may be derived from airing that 
opposition in public. It cannot be gainsaid, however, that 
far more effective ways of achieving the object of the present 
opposers of the application could be readily suggested. As 
has been previously pointed out in THE RatLway GAZETTE, 
the only body which can remove the necessity for adjusting 
charges to costs, under the terms of the financial agreement 
between the Government and the railways, is Parliament. It 
cannot be done by the consultative committee, and the only 
result of subjecting the members of that tribunal to lengthy 
speeches and the examination of witnesses is to immobilise 
several persons with important responsibilities in the direc- 
tion of wartime transport whose services could be far better 
employed in the national endeavour. It is no doubt the aim 
of the opposing interests to prevail on the consultative com- 
mittee to incorporate some of the points they have made in 
the report to the Minister and thus to attract his attention 
if that were necessary after the publicity the application has 
received—to the objection taken to the repeated increase in 
railway charges. 

One of the main principles which the opposition has sought 
to impress on the members of the consultative committee has 
been the inflationary effect of advances in transport costs. 
Great stress has been laid on this point both before the 
tribunal and in the press, and there is little doubt that the 
matter in the process has got a good deal out of perspective. 


One might be led to assume from the emphasis which has -° 


been placed on the possible outcome of the present applica- 
tion that transport charges and their fluctuations were the 
accepted root cause of inflation. Obviously any single 
element which enters so widely into costs of production as 
transport must have its effect, but one has to go deeper in 
the present case to find the first impetus. It is necessary to 
ascertain the reasons which occasion the application for the 
higher rates. Unless the Government is prepared to use the 
powers it possesses and to stabilise such major elements as 
wages, iron and steel, coal, and so forth, at a pre-determined 
level there can be no escape from an upward adjustment ot 
rail charges while those charges remain directly linked to costs 
and the latter pursue their wartime rise. Here again it must 
be emphasised that, no matter what views the consultative 
committee or the Railway Executive Committee may hold as 
to the causes or likelihood of inflation, they are unable to 
take cognisance of it in dealing with the adjustment of 
charges. The task of guarding against inflation lies with 
the Government which alone is in a position to apply the 
necessary safeguards. That responsibility is well known to the 
Cabinet and has been appreciated since the outbreak of war. 
It must be presumed that it kept in mind such matters when 
it drew up its plans for applying the financial agreement with 
the railways. It cannot be argued that there could ever have 
been doubt that it would be necessary to increase charges 
under that plan, for it was obvious long before the heads of 
the agreement were announced last February that costs had 
risen and were still rising. 

If in the light of the experience of a year of war the 
Government were to change its view and to decide that 
transport charges must be maintained at a fixed level, the 
remedy would lie in its own hands. It would have to 
propose a revision of the agreement which was designed by 
its own experts, and negotiate some other form of arrange- 
ment with the railways. Whether or not that should be done 
must be a matter of Government policy, based on a full 
knowledge of all the facts. Under the present arrangement 
there is only one course open—to implement the terms of the 
financial agreement. It is not the function of those to whom 
the agreement applies or of those who are called in to advise 
on the application of its details to question the wisdom of the 
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instrument. That being so one is inevitably brought back to 
the point that the task of the consultative committee is con- 
fined to advising the Minister of Transport as to the best 
means whereby the rise in costs may be made good. Although 
some of the opposers of the application have put forward the 
view that there should be differentiation in the percentage 
increase applied to different traffics, others, no doubt feeling 
that they might be unfavourably placed in such a scheme, 
strongly hold that all should be treated alike. The Railway 
Executive Committee was invited to consider whether food- 
stuffs might not be treated more leniently than other traffics, 
but the result of the investigation made into this matter does 
not suggest that to do so would result in any great benefit to 
the public. Sir William Wood put in a memorandum showing 
that the proposed increase in rates on human foodstuffs would 
represent about £900,000 a year, equal to an addition to the 
cost of foodstuffs of about one-tenth of a penny a head each 
week. 

On an entirely different aspect the proceedings brought 
to light an important matter which it is essential should 
be cleared up. Mr. Jack Gaster on behalf of the London 
District Committee of the Communist Party of Great Britain 
addressed the consultative committee on September 9 and 
in the course of his statement, in a reference to the financial 
agreement between the Government and the railways, said : 

| am not going to take my own characterisation, | prefer that fof one whose action 
in the interest of the applicants before this committee is unchallengeable. The Chair- 
man of the London Midland & Scottish Railway, Lord Stamp, said that **‘ Whatever 
happens to costs, to charges, or to traffics, the lines are guaranteed by the Government 
the minimum revenue sufficient for all their prior charges. Secondly, there is the 
gradually expanding prospect of rising dividends. This is a set of circumstances 


unparalleled in British industrial structure. Other essential industries and services 
have failed completely to obtain treatment in any way comparable to this. 


So unlikely a statement by Lord Stamp was obviously 
worth investigation and research shows that in fact it was 
not with the Chairman of the L.M.S.R. company that these 
words originated. The basis of the extract given by Mr. 
Gaster was a misquotation in the Official Report of Parlia- 
mentary Debates for April 23. In column 150 of the report 
for that date Mr. John Wilmot (Kennington—Lab.), speaking 
during the debate on the then proposed increase of 10 per cent. 
in railway charges, is reported as attributing the words given 
above to Lord Stamp, but also as immediately adding, ‘‘ That 
is not a journal necessarily associated with hon. Members on 
this side of the House.”’ That suggested that the successors 
of Hansard had nodded, and in fact it has been possible to 
trace the actual source of the quotation to The Investors’ 
Chronicle and Money Market Review dated April 20 (page 601). 
There the words are used entirely as the view of the author 
of an article, headed ‘‘ All Change for Home Rails ? ’’ dealing 
with the impending increase by 10 per cent. in railway charges. 
How the error arose in the Official Report of Parliamentary 
Debates it is, of course, not possible for us to say, but it is 
obviously of great importance that a statement of this kind 
should not go forth without contradiction as the expressed 
view of a railway Chairman. It cannot be emphasised too 
clearly that the words which have received renewed publicity 
before the consultative committee represented in fact the view 
of an outside critic and not the considered opinion of Lord 
Stamp. 

* * * * 


Factory Lighting in Wartime 


HE Fifth Report of the Departmental Committee on 
Lighting in Factories, recently published, recommends a 
higher standard of illumination for interior work places, 
the relief of gloomy and depressing interior walls, and the 
supply of natural light during daytime. In the Fourth 
Report, published in 1938, the committee recommended a 
minimum illumination of 1 foot-candle at floor level for 
the working areas of factories. This, however, can no longer 
be regarded as generally adequate, and the committee there- 
fore recommends that a minimum of 6 ft.-candles at 3 ft. above 
floor level should be attained. In certain large shops such as 
are found in steel works, heavy engineering establishments, 
boiler works, and so on, where the maintenance throughout of 
such a high standard would be hardly practicable owing to the 
presence of overhead cranes and other obstructions, the 
standard of not less than 2 ft.-candles, and not less than 
6 ft.-candles where actual work is being done, without prejudice 








272 THE RAILWAY GAZETTE 


to any additional illumination required by the nature of the 
work, is recommended. So far as open vards are concerned, 
the previous recommendation of 0-1 ft.-candles is no longer 
applicable, owing to the Lighting (Restrictions) Order. It 
is pointed out, however, that considerable aid to movement 
can still be afforded by the provision of the permissible mini- 
mum street lighting standard of 0-0002 ft.-candles when 
combined with the whitening of curbs and obstacles. Where 
work of vital national importance is being carried out, higher 
standards may be authorised by the Chief Officer of Police. 
Visits to factories convinced .the committee that the 
depressing and gloomy appearance of many establishments 
could be relieved greatly by maintaining the interior in light 
colour. The committee therefore recommends that through- 
out the interior parts, in which persons are regularly em- 
ployed, walls, partitions, ceilings, top of rooms, including 
interior surfaces of rooflights through which the passage of 
daylight is continuously prevented, and as far as practicable 
other structural fixtures, which are less than 20 ft. above 
floor level, shall be maintained light in colour. In cases 
where this recommendation would be inappropriate, such as 
blast furnaces, tar distilleries, and so on, the Chief Inspector 
of Factories will be empowered to grant exemption. The 
committee points out that glare is still prevalent in many 
factories, particularly those in which antiquated systems of 
lighting are still in use It therefore sees no reason to modify 
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its previous recommendations which call for the provision \ 
suitable shades and the screening of lights to prevent di 
comfort or injury by the reflection of light from smooth < 
polished surfaces into the eyes of the worker. It appeai 
from the committee’s observations that it is of little use t 
tinker with an out-of-date installation and that the best an 
easiest course is to replace it by modern equipment. Th: 
electricity and gas supply industries are prepared to advis: 
in this connection. The desirability of admitting natura 
light during daytime is stressed. It may surprise some t 
know that better illumination is obtained by admitting light 
through the upper portions of side windows than the lowe1 
parts. 

In the conclusion to the report, the committee directs 
attention to the possible shortage of equipment and recommend: 
that the immediate enforcement of its reeommendations might 
tend to divert labour and materials from other work. It 
suggests that attention should be first directed to factories 
engaged in work of primary importance, especially those where 
work is carried out by artificial lighting. That the correct 
lighting of factories is recognised as a job for the specialist 
may be gathered from the following observation: ‘‘ It has 
been represented to us that qualified illuminating engineers, 
who number about 200 in all, might, if over an appropriate 
age, be included among those in reserved occupation. We 
think it right to mention this point.” 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible. for the opinions of correspondents) 


Early Surrey Railways 
Essex House, W.C.2 
August 7 
To THE Epitor oF THE RaILway GAZETTE 


S1r,—In reply to the interesting question which Mr. L. T. 
Catchpole raises as to the financial results of the Surrey Iron 
and the Croydon Merstham & Godstone Railways, it may be 
noted that in 1823 Mr. James (the railway pioneer) published 
a report in favour of converting these lines to steam railways, 
and extending them to Waterloo Bridge at one end and to 
Shoreham and Portsmouth at the other, coupled with a line 
from Gravesend and Rochester (Strood) joining the system at 
New Chapel (near Lingfield). In this essay James said : 

‘Surrey and Merstram”’ (sic) “ Railroads. On the former a 
capital of £60,000, and on the latter a capital of 465,000 has been 
sunk, affording an irregular dividend of /1 per share only. Although 
from various causes the trade has been diverted, and the hopes of 
subscribers frustrated, and notwithstanding the lines are not so 
favourable as might be determined through the country; yet by 
an alteration of the rail, and by improvement of the lines, they 
may be made practicable for engine carriages, at a small expense, 
and an additional income of at least £8,000 a year created.”’ 

Another reference to the unsatisfactory financial results of 
those lines is contained in ‘“‘ A Treatise upon the Utility of a 
Rail-way from Leeds to Selby and Hull’’ by Thomas Hill 
(Leeds 1827) p. 25 where it is said : 

“The Surry Tram Road. The ill success of this undertaking 
may be accounted for several ways—it is constructed upon a bad 
principle, cost three times more money than it ought to have done. 
(Has the Croydon Canal to oppose it ? which pays no interest at 
all, and I do not think its income will keep it in repair long, being 
nine miles in length, with 28 locks dues 3d. per ton). The Croydon 
Tram-road, which joins it, are under such easy management, that 
the turnpike roads are in opposition to it. Coals up, and Fullers 
Earth down, are the principal articles, and the Farmers’ waggons 
take fullers-earth to London as cheap as the Tram-road. The 
Surry end that comes down to Wansworth ”’ (sic) ‘‘ does pay the 
proprietors one per cent; but if these Companies would make 
proper arrangements, and lay out about 3000 pounds more, the 
road would pay 2 to 24 per cent, but in its present deficient state 
it can do nothing—it is the road to nowhere—it commences at the 
Thames at the village of Wansworth, and goes to the village of 
Merstham, both of little account : had it come down to Westminster 
Bridge, and extended to Godstone or Ryegate, as intended, there 
would have been some chance for it. It can never be made a 
complete work, but its revenue might be doubled.” 

Yours faithfully, 
KENNETH BROWN 


The * Local” Train 


Bordyke, Burgess Hill, 
Sussex, September 3 
To THE EpItorR oF THE RalLWay GAZETTE 

Sir,—In connection with your editorial note (page 218, 
August 30 issue) asking what is a “ local ’’ train, it would be 
interesting to learn where the adjectival appellation ‘‘ local ’’ 
replaced ‘‘ short ’’ in the title of a train. For well over the 
first 10 years of the railway era, trains which did not run the 
whole distance of the line were designated ‘‘ short train.’ 
Presumably when a town became sufficiently important to 
require transport to and from the surrounding districts in 
excess of the accommodation provided by the through trains, 
additional trains, which were in fact ‘‘ local ’’ were provided. 
But when and where was the title ‘‘ local train ’’ first 
officially used? 

As a small boy I resided in Thanet, and remember that 
during the summer months an L.C. & D.R. train of three 
carriages ran journeys from Margate to Ramsgate and vice 
versa, between the times of the London trains. This train 
was the only train calling at the wayside station of East 
Margate, which therefore was open only for about four 
months of the year. It was called the ‘‘ local train ’’ and was 
hauled by a tank engine (a different tank every summer), 
which was the only tank engine seen in the district, all other 
trains being hauled by the usual tender engines. 

My recollection is of 1874 to 1882, but this “‘ local ’’ was 
most probably running in earlier summers, and doubtless the 
title ‘‘ local train ’’ was in general use on railways prior to 
my acquaintance with it. Can the title have been applied 
originally to local trains drawn by tank engines? Such loco- 
motives were then used only for trains running short 
distances. 

Incidentally, what were ‘‘ select’’ trains? The Grand 
Junction Railway advertised under date of July 25, 1845, a 
reduction of fares :— 


“e 


Select and express trains 24d.a mile 
Ist class passengers ... 2d. a mile 
2nd class passengers ... l4d.a mile 
3rd class passengers ... Id. a mile 


“e 


Possibly ‘‘ select train’’ may have meant a coupé or com- 
partment, reserved for a less number of passengers than its 
seating capacity? 

Yours truly, 
G. A. SEKON 
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PUBLICATIONS RECEIVED 


Deterioration of Structures in 
Sea-Water : Eighteenth Report of 
the Committee of the Institution of 
Civil Engineers. By J. Newton 
Friend, D.Sc., Ph.D., edited by H. J. 


Grose, M.C., B.Sc. London: William 
Clowes & Sons Ltd., Axtell House, 
Warwick Street, W.1. 9% in. x 6} in. 


Illustrated. 52 pp. + 9 folding plates. 
Price 8s. 6d. (post free).—A committee 
of the Institution of Civil Engineers 
has been investigating the deterioration 
of timber, metal, and concrete structures 
exposed to the action of sea-water since 
1916, and this, its eighteenth report, 
consists of a general discussion of the 
results of the corrosion tests carried out 
with ferrous specimens for 5, 10 and 
15 years at Auckland (New Zealand), 
Colombo (Ceylon), Halifax (Canada), 
and Plymouth (England). 


Industrial Disputes and Federal 
Legislation. With Special Reference 
to the Railroad, Coal, Steel, and Auto- 
mobile Industries in the U.S. since 
1900. By Thomas Russell Fisher. New 
York, U.S.A.: Columbia University 
Press. London: P.S. King & Son Ltd., 


Orchard House, Westminster, S.W.1. 
9m. x6m.x im. 3/0 pp. Price 
19s. net.—The dual nature of the 
Government of the United States— 
Federal and  State—with different 
spheres of action, each supreme and 
independent, has made it difficult to 
legislate, as the author points out, both 
by National and State Governments. 
Besides this dual nature of government, 
under the Constitution of the United 
States and the State constitutions the 
Courts have the last word as to whether 
a Statute is within the power of the 
law-making body and therefore valid. 
With their wide powers to invalidate 
Statutes under general provisions of the 
Constitution, the Courts can render the 
products of the legislators ineffective, 
even after great labour and effort have 
been expended upon them. For the 
most part the author confines his atten- 
tion to Federal legislation, but in some 
cases he has given an analysis of certain 
State legislation in order to make clear 
the meaning and effect of the national 
law. The four industries with which the 
book deals more _ particularly were 
chosen because one represents a long- 
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standing company-union industry ; an- 
other a highly unionised industry ; 
while the railroads represent an industry 
highly regulated under the Interstate 
Commerce powers of the Federal Gov- 
ernment, and the automobile industry 
one that 1s comparatively new and for 
the most part prosperous under private 
enterprise with little government inter- 
ference. The term “ company union ”’ 
needs some explanation to British 
readers, and a general idea of it is given 
in Chapter 9. One of the most valuable 
features of the book is the way in which 
it clearly brings out the difference in the 
position of workers’ unions in the United 
States and in Great Britain. Those of 
us who are familiar with the position 
here will become acquainted with the 
difference by the historical record of 
labour events in the United States set 
out by the author. He himself sum- 
marises it by saying ‘“‘In England, a 
statutory law was passed in 1875 
legalizing labor unions, but in America 
the workers are still uncertain of their 
legal status and quite at the mercy of 
the social theories of the particular court 
of trial, although the courts, on the 
whole, hold that there is a right to 
organize because of the economic and 
social importance of labor unions.” 








THE SCRAP HEAP 


A railway enthusiast on his way home 
and with little time to spare, caught 
sight at a secondhand bookshop of a 
volume entitled ‘‘ Twenty-five Years 
With the L.M.S.” Hastily thrusting it 
into his bag and paying the few coppers 
demanded, he settled down in the train 
to what he expected would be a highly 
interesting survey of the activities of his 
favourite railway. A glance at the illus- 
trations sufficed to show that L.M.S. 
referred to London Missionary Society. 

* * * 

Gone, never to return, is the famous 
minute bell at High Barnet, the sound 
of which has caused generations of 
‘City gents’’ to precipitate them- 
selves with most undignified accelera- 
tion down the steep station slope in an 
endeavour to scramble aboard the 
8.34 a.m. Moorgate. That prosaic con- 
veyance, by the grim looks of the 
intending travellers, might almost have 
been the very last chariot of fire about 
to leave this stricken earth for the 
celestial city, instead of which it pur- 
sued its unwavering course to a place 
of sadly different aspect—the gloomy 
and sulphurous depths of the Widened 
Lines! The mention of latecomers 
brings to mind the sad story of one of 
the aforementioned ‘‘ City  gents,’’ 
who, hurrying to High Barnet station 
one very slippery winter morning, 
failed to retain his equilibrium at the 
top of-the station slope, descended at 
great speed on his rear, sailed right 
past the booking office and _ finally 
came to rest in the goods yard—his 
‘big end’’ doubtless having “ run 
hot’’ by that time!—From “ The 
Railway Observer.”’ 


THE EVER-OBLIGING RAILWAYMAN 

“In those days’ (1872) ‘‘ there 
were no trade directories, so to make 
our venture known it was necessary to 
compile a list of the drapery houses in 
the provinces. We hit upon the in- 
genious device of writing to all the 
stationmasters in the country, sending a 
copy of the first number’ (of The 
Warehouseman & Draper’s Trade Journal) 
“with a letter asking them to fill up a 
form giving the names of all the prin- 
cipal drapery houses in their neigh- 
bourhood. In return for this favour, 
we promised to send them a free weekly 
copy for three months. More than 
seventy per cent. responded, which 
enabled us to compile a list which was 
of the greatest use in securing a large 
circulation.’’—From “ Eighty-Eight Not 
Out, A Record of Happy Memories,”’ 
by Harold Hartley. 


* * *x 


TO ENGINEERS 

Wanted on the Bodmin & Wade- 
bridge Railway, Cornwall, a Working 
Engineer; he must be fully competent to 
work the engines, which he will be occa- 
sionally required to do; but his chief 
employment will be in the superintend- 
ence of the fitting up department, and 
the cleaning and keeping in working 
order and repair the two locomotive 
engines and the waggon establishment 
of the company. The road is a single 
rail. Salary £100 per annum. Engage- 
ment to commence from September 29. 

Applications and testimonials to be 
sent to Mr. Reston Wallis, Solicitor, 
Market Street, Bodmin, on or before 
September 14.—Bodmin, August 12, 


1840.—Advertisement in “‘ The Rail- 
way Magazine’’ (‘‘ Herapath’’) of 
August 29, September 5 & 12, 1840. 

* * * 


The L.M.S.R. has recently withdrawn 
from traffic, for the purpose of scrapping, 
the 4-4-0 locomotive No. 25348, Corona- 
tion, built in 1911, and one of the well- 
known ‘“‘ King George V’’ class of 
locomotives which handled all the 
principal heavy express work of the 
then London & North-Western Rail- 
way. It was given its name in honour 
of the coronation of King George V and 
Queen Mary, and in its 29 years of service 
has covered 1,013,610 miles. The 
‘George V ’’ locomotives were classified 
by the L.M.S.R. as “ 3P.” 

* * * 


The following is one of the dining car 
menus of the Baltimore & Ohio Rail- 
road about 1886 :— 

Breakfast and Supper 
Oysters 
aw Stewed 
Beef Steak, Plain, Broiled and Fried, with 
Mushrooms or Tomato Sauce 
Mutton Chops, Plain or Breaded 
Breakfast Bacon Sugar-Cured Ham 
Sausage 
Veal Cutlets, Plain, Breaded, or with 
Tomato Sauce 
Fish 
Salt Mackerel 
Miscellaneous 
Stewed Chicken Fried Mush Fried Onions 
Eggs, Boiled, Fried, Scrambled 
Omelets, Plain, with Ham, Cheese or 
Tomatoes 
Potatoes 
Baked Stewed Fried 
Bread 
Buttered Toast 
Vienna Bread Hot Cakes 
Hot Rolls 
Corn Bread 
Milk Toast 
Maple Syrup Fruit 
English Breakfast Tea 
Black and Green Tea 
Coffee and Chocolate 
Ice Cream Cake 


The price of this meal was 75 cents. 


Lake Fish 


Dry Toast 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


RHODESIA 


New 4-6-4 4-6-4 Beyer-Garratt 
Locomotives 

Four new Beyer-Garratt 4-6-4 + 4-6-4 
engines, the first of this wheel arrange- 
ment to be operated in Rhodesia, have 
recently been placed in service. They 
were built by Beyer, Peacock & Co 
Ltd., at Gorton, near Manchester, and 
were shipped in three units to Beira, at 
which port the engines were assembled 
ind hauled dead to the Umtali work- 
shops of the Rhodesia Railways for 
completion A photograph of one of 
these locomotives, No. 27, in service at 
Bulawayo is reproduced on page 284. 

The locomotives are now stationed 
at Salisbury, and are in regular service 
between that point and Gwelo on the 
main line to Bulawayo, where they are 
doing well They are the heaviest 
locomotives on the Rhodesia Railways ; 
have the largest-diameter driving 
wheels, namely, 4 ft. 9 in.; and, 
excepting the 16th class Beyer-Gar- 
ratts, with 46,200 lb., have the highest 
tractive effort, at 37,720 lb 

[These engines were the subject of 
an illustrated article in THE RaILway 
GAZETTE of August 9, pp. 144-147.— 
Ep., #.G.] 


INDIA 


Third Class Comfort 

Phe Railway Board has now laid down 
. schedule of minimum requirements 
for the comfort of lower—intermediate 
and third—class passengers, and has 
adopted as standard four types of 
coach complying with this schedule. 
All broad and metre gauge coaches 
either new or rebuilt—owned by State 
worked or company-managed railways 
will, in future, have to comply with 
these requirements, and railways owned 
by Indian States have also been asked 
to adopt these standards. 


New Standard Coach Designs 


A feature common to all four types is 
the division of the coach into six com- 
partments each with a capacity not 
exceeding 20 passengers, but in practice 
the majority of new coaches will provide 
seats for only 96 passengers, 16 in each 
compartment. This constructional modi- 
fication and reduced carrying capacity 
will greatly add to the deadweight per 
passenger to be hauled. See editorial 
note on page 270—Eb., R.G.] 

\nother novelty in the new types of 
carriage is the provision of communi- 
cating doors between adjacent compart- 
ments of the same class, but as these 
doors will be fitted with locks, it will be 
possible to reserve compartments for 
women as heretofore. 

As in the past, each compartment will 
be provided with one lavatory or latrine, 
but instead of serving anything up to 54 
passengers, and an average of 27, each 
latrine will be used by a maximum of 20 


The new-type latrines will also be 
improvements on the old, being larger 
and having water-tankage to supply, on 
an average, three gallons of water for 
each passenger in every six hours of 
travel. Additional taps, shelves, hand 
rails and other fittings will be provided. 


Improved Sleeping Racks 

In the Indian third class compartment 
wide wooden racks have always been 
provided, such that they can be used 
for bundles of bedding, market baskets, 
and other impedimenta by day, and as 
upper berth bunks at night. The num- 
bers of these racks will be increased and 
they will be improved for sleeping, at 
a cost of about £13 for each coach. Seat 
width will also be increased from 17 in. 
(average) to 19} in. Side doors will, in 
future, all open inwards—a ruling which 
is to apply also to suburban stock, with 
very serious loss of passenger accommo- 
dation—and all women’s compartment 
doors are to have internal catches. 

It is learned that in addition to these 
standard improvements, many others 
are being made by individual railways. 


FEDERATED MALAY 
STATES 


Greatly Improved Revenue 

The total revenue for the period 
January to May, 1940, inclusive, was 
£927,495, compared with £684,146 for 
the corresponding period in 1939. 

New Wagon Stock 

Twelve steel bogie covered 
wagons and 21 bogie high-sided wagons 
manufactured in England were erected 
at the central workshops and put into 
traffic in April. Also, 12 bogie cattle 
wagons, the bodies of which were con- 
structed at the central workshops, 
were completed and put into traffic in 
April and May. The underframes of 
these vehicles were manufactured in 
England and are of all-welded con- 
struction. The timber bodies are built 
to a special design, and water troughs 
are provided. With certain modifica- 
tions they can also be used for the con- 
veyance of horses. 

A further 24 low-sided wagons were 
erected at the central workshops and 
sent into traffic during April and May. 
These wagons are specially designed for 
the conveyance of both minerals and 
special loads, such as steam rollers and 
motor lorries. When used for the latter 
both sides and ends of the wagons are 
lowered, the ends being used as ramps 
over which the road vehicles are loaded. 


goods 


Five More 4-6-4 Tank Locomotives 

During May, five new ‘“ C?”’ class 
4-6-4 tank engines supplied by the 
North British Locomotive Co. Ltd. 
were put into service. These loco- 
motives are similar to the six placed 
in service in 1939. They have been 
named after Malayan mountains: 
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Gunong Hiyan, Gunong Besar, Gunoi 
Bubu, Gunong Grah, Gunong Berembuy 
and are numbered 29—33 respectivel\ 
New Passenger Stock 

Two composite coaches accommod: 
ting 6 first class and 14 second cla 
passengers and fitted with a _ force 
ventilation system supplied by 
Stone & Co. Ltd., were put into servi 
in May. An air-conditioned restauran 
car seating 23 passengers was als 
placed in service. Adjustable loung 
and dining chairs in tubular stainles 
steel are provided. The kitchen portio: 
is completely lined with stainless ste 
and an Aga cooker is provided. I 
addition to the usual container fi 
cutlery, glass, etc., the servery fitting 
include an electric refrigerator, toaste1 
and a new type of filter for drinkin 
water. 


CHINA 


New Pukow Station 

The new station at Pukow, the 
southern terminus of the Tientsin 
Pukow Railway was officially opened 
on July 1. It has been completed at a 
cost of Y.150,000 (about £9,000 in 
normal times). Pukow is on the north 
bank of the Yangtze, opposite Nanking, 
with which it is connected by train 
ferry. Pre-war through services were 
run from Peiping (Peking) and Tientsin, 
in the north, through Pukow to Nanking 
and Shanghai in the south. 


Important New Line 

According to the Shun Pao, the first 
important new railway construction 
under Japanese auspices in China 
apart from the Peiping—Jehol connec- 
tion constructed for purely military pur- 
is already in hand. It is a 
300-km. line from Kweiki junction on 
the Chekiang—Kiangsi line south-east 
of Nanchang, to Kanchow in the south 
of Kiangsi Province. If this informa- 
tion is correct, the new line, which will 
pass through Nanfeng (Nancheng), and 
Ningtu, will, if extended along the 
existing road to Shinchow—on _ the 
Canton—Hankow Railway—give a very 
direct line of communication from both 
Shanghai (via Hangchow) and Nanking 
(via Wuhu and Ningkwo) to Canton. 
In fact, it will form one side of a triangle, 
as opposed to the other two sides fol- 
lowed by the Kweiki—Chuchow and 
Chuchow—Shinchow sections of line 
previously built under purely Chinese 
auspices. It is stated that the line to 
Kanchow is expected to be completed 
by the end of this year. 


pe Ses 


Administrative Advantages 

As well as providing a short-cut from 
the eastern cities to Canton, this new 
line will, if extended, open up an 
entirely new area in southern Kwangsi, 
and is likely to be invaluable from the 
administrative, military, and commer- 
cial points of view. 

Kweiki, its starting point, is the 
junction of the Nanking—Wuhu—Ning- 
kwo Kweiki and Hangchow—Kweki 
(Chekiang—Kiangsi) railways, as well 
as the Nanchang and Chuchow lines 
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now dismantied on military grounds). 
[t is, therefore, likely to be a very 
mportant railway centre when peace is 


restored. 

Great Increase in Passenger 
Traffic 

After steadily increasing year by 


year by from 7} to 9 per cent., the 
volume of passenger traffic rose suddenly 
in 1938, and the increase as compared 
with 1937 was no less than 16 per 
cent. This steep rise is attributed to 
hostilities in China, and serious con- 
gestion is reported on some lines. 
Additional and longer trains are being 
run, but it is clear that the capacities 
of such main lines as the Tokaido, 
Sanyo, Niigata, and Turuga will have 
to be increased, and services to both 
Manchukuo and China will need drastic 
improvement. It is the long-distance 
expresses that are mainly affected, 
although new war industries have also 
been responsible for heavier local traffic 
in some areas, where rush-hour travel 
is ‘‘ almost unbearable.’”’ Season tickets 
issued in 1938 were five times as 
numerous as in 1932. 

Heavy Expenditure Necessary to 

Improve Transport Facilities 

To meet the situation, a four-year 
plan was drafted and budgeted for in 
1939. This provided for expenditures 
of Y. 120,000,000 on rolling stock and 
Y. 80,000,000 on track and workshop 
improvements, and part of this pro- 
gramme has already been carried out. 
Now, however, it is obvious that a 
sum of about Y. 900,000,000 is_ re- 
quired for renewals and improvements, 
adequately to place the railways in a 
position to meet the sudden and con- 
tinued traffic increase. 

In particular, drastic and urgent 
steps must be taken to obviate the 
inability of the Tokaido and Sanyo 
lines to cope with the heavy present- 
day passenger traffic, and with this 
end in view the double standard gauge 
line from Tokyo to Shimonoseki was 
recommended [as announced on page 
612 in our issue of April 14, 1939—Eb., 
R.G.). The more recent pressure of 
traffic is likely to hasten the fulfilment of 
this scheme, and it seems probable that 
a substantial part of the Y. 900,000,000 
will be devoted to it. 


MANCHUKUO AND 
CHOSEN 


Railway Developments 
around Rashin 

On May 1, 1940, the last link was 
completed in the railway serving the 
forests and mineral district north of 
the Sungari river, between the inland 
ports of Harbin and Chiamassu. The 
sections Tailing—Nancha, 33 km. (203 
miles), and Tangyuan—Nancha, 102 km. 
(63 miles) were brought into provisional 
operation on that date. The completed 
line runs from Suihua on the Harbin 
Heiho line, via Shensu, Tailing, Nan- 
cha, and Tangyuan, to Lienkiangkou, 
on the Chiamassu—Hsingshanchen line 
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Korean State Railways : A 
=——= Manchukuo State Railways 
operated by S.M.R. 1 
a= Korean State Railway operated 
by S.M.R. 











Sketch map Manchukuo and Chosen 
railways serving Rashin, Tumen, 
Kamisanbo, and Seishin 


on the north bank of the river opposite 
Chiamassu. 

The equipment of the three seaports 
in northern Chosen (Korea), Seishin, 
Rashin and Yuki is nearing completion. 
During the period of construction the 
railways in this part of Chosen were 
transferred to the management of the 
South Manchuria Railway, which com- 
pany also operates the Manchukuo 
State Railways in the hinterland of 
these ports. By an agreement recently 
concluded, the working of the ports 
and railways has been divided between 
the S.M.R. and the Chosen Government 
Railways ; Seishin will be served by the 
latter, Rashin and Yuki by the former. 
At the same time, the North Chosen 
line, owned by the Chosen Govern- 
ment, from Rashin to Kamisanbo, has 
been leased to the S.M.R., and the 
sections south of Kamisanbo have 
returned to the management of the 
Chosen Railways. Kamisanbo is now 
the junction between the Chosen Gov- 
ernment Railways, the North Chosen 
line operated by the 5S.M.R., and 
the Manchukuo State Railways, also 
operated by the S.M.R. 


UNITED STATES 


New Rolling Stock and Locomotives 
Among various recent announcements 
by the Association of American Rail- 
roads are the following: During the 
first six months of 1940 Class I railroads 
placed in service 36,852 new freight cars, 
as compared with 8,628 in the first half 
of 1939. This is the highest number 
since 1930. Of the 36,852, 19,076 are 
for coal, 16,007 are box cars, 595 refri- 
gerator cars, 569 flat cars, 88 livestock 
vehicles, and 517 miscellaneous. 

In this same period 45 steam and 
135 electric or diesel locomotives were 
delivered for service on various systems. 

Increase in Eastbound Freight 

The first half of this year also saw a 
52 per cent. increase in export freight, 
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other than coal and grain, delivered at 
Atlantic and Gulf ports, as compared 
with the first six months of 1939. The 
corresponding increase in numbers of 
cars carrying this freight is stated to be 
81 per cent. over last year’s. Despite 
these great increases, the traffic was 
handled without congestion or delay. 
Comparing corresponding figures for the 
months of June, 1939, and June, 1940, 
the increases are reported as 64 per 
cent. in export freight tonnage, and 
63 per cent. in car loads. 


PORTUGAL 


American Carriages for Portugal 

The annual general meeting of the 
Companhia dos Caminhos de_ Ferro 
Portugueses (Portuguese Railway Com- 
pany), held in Lisbon on July 20, was 
adjourned for a short time in order that 
the directors and shareholders assembled 
might visit the Rocio station and inspect 
the new carriages recently imported 
from the U.S.A. for service on the com- 
pany’s lines. The new vehicles made a 
very good impression and will be of 
considerable benefit to the travelling 
public when they are put in service. 
The Minister of Public Works inspected 
the coaches on the same day. The first 
of the carriages (28 are ordered) will very 
shortly run between Lisbon and Oporto. 


Railways at the Portuguese 
World’s Fair 

On July 23 the Minister of Public 
Works inaugurated the Harbours and 
Railways Pavilion at the World’s Fair 
in Lisbon. The pavilion contains repre- 
sentative exhibits of interest connected 
with railways and ports, including full- 
size carriages of recently rebuilt types, 
models of locomotives, a diorama of a 
railway journey, etc. The design and 
construction of the building, as well as 
the collection and arrangement of the 
exhibits, have been carried out entirely 
by the technical staff of the Portuguese 
Railway Company. The Chairman of 
the company, Sr. Vasconcelos Correia, 
in his opening speech, referred to the 
new carriages acquired by the company 
with the aid of the State from the 
U.S.A. He mentioned also contracts 
for 20 railcars ordered from a German 
firm and 10 diesel tractors ordered from 
England, both these contracts having 
been ineffective so far, owing to the war. 


NORWAY 


Railway Stock Ordered from 
Germany 

One result of the German invasion of 
Norway is the placing by the State 
Railways of orders for rolling stock in 
Germany. In fact, it is reported that 
Krupp has secured a three-year mono- 
poly in this connection. At any rate, 
orders already placed with that firm 
include: 8 electric locomotives, 1 diesel 
locomotive, 4 diesel railcars, and num- 
bers of passenger and goods vehicles. 
The complete equipment of four repair 
shops is also said to have been entrusted 
to that firm. 
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THE BAGHDAD RAILWAY—II 


Further historical notes—The Taurus express and its connections—Descriptions of 
notable engineering works in the Taurus and Amanus mountains and near Mosul 


URING the war of 1914-19, Germany drew up a pro- 
D gramme for extending the services of the great 
European express trains through Asia Minor by 
means of similar facilities over the Anatolian and Baghdad 


railways. Disturbed conditions in the Near East in 
the years immediately after the war prevented any 
immediate steps being taken to effect this purpose 


under Allied control, but in 1925 at the Baden-Baden time- 
table conference, the decision was taken to establish through 
express services in the Near East, and it was decided that 
two new trains should be introduced and that the Inter- 
national Sleeping Car Company should provide the rolling 
stock and be responsible for the working. The first of these 
trains was the Anatolian Express, a sleeping-car train, which 
was inaugurated on July 1, 1927, between Haidar Pacha and 
Ankara, and this has now become a portion of the Taurus 
Express. 
The Taurus Express 

The Taurus Express itself was introduced in 1930, and was 
arranged to run in direct connection with the Simplon-Orient 
Express, of which, in effect, it is an extension. At first it 
Haidar Pacha and Aleppo, via Konia, 
affording connections at Aleppo by rail to Tripoli (and 
thence by road and rail to Palestine and Egypt) and 
by air to Baghdad, but subsequently was extended to 
Nisibin and a road motor service thence to Kirkuk was 
maintained by the Iraq State Railways. At Kirkuk contact 
was made with the 1925-26 extension of the metre-gauge rail- 
way built in 1917-18 from Baghdad to the Iranian frontier, 
and thus a through rail and road service between Europe and 
Baghdad became available. An improved and accelerated 
schedule came into force on May 15, 1933. 

For many years no steps were taken to complete the 
standard-gauge line between Nisibin and Baghdad, but the 
French Syrian authorities eventually decided to complete the 
short section on Syrian soil between the Turkish and Iraq 
frontiers, using the old German formation. The railhead was 
pushed forward in 1933 from Nisibin to Tel Ziouane (a 
section almost complete when the last war finished) and the 
Taurus Express was extended to Tel Ziouane to connect 
there with the Iraq Railways Motor Service to Kirkuk. In 
February, 1934, work was begun on the 43$-mile section from 
Tel Ziouane to the Iraq frontier at Tel Kotchek; this was 
completed during the same year but was not brought into 
regular use until May 15, 1935, when the Taurus Express was 
extended to the new railhead and the Iraq Railways Motor 
Service cut back to the same point. Also on May 15, 1935, 
the Taurus Express was re-routed so as to pass through 
Ankara. It was therefore diverted at Eski Shehr from its 
earlier route, and proceeded over the original Anatolian 
Railway main line to Ankara. Thence it uses lines built 
by the Turkish State Railways to Boghazkeny (near Kais- 
arie) and Ulukisla, where it rejoins the old Baghdad Railway. 

After the Baghdad scheme of 1893 had been dropped in 
favour of the Konia route, railway development east of 
Ankara towards the Russian frontier had been proposed. A 
line from Ankara to Erzerum, via Sivas, was discussed as 
early as 1908, and work was begun in 1914. By 1918 a 
narrow-gauge line had been built as far as Irmak, 72 km. east 
of Ankara, and this was subsequently extended a further 
55 km. In 1924 the National Assembly decided upon a route 
from Ankara to Kaisarie and thence to Sivas, as this route 
would traverse more important producing sections of the 
country. Standard gauge was adopted and the narrow-gauge 
line taken up. The 204-km. section from Ankara to Yerkeuy 
was-opened to traffic in 1925 and track laying was continued 
through 1926. The section from Yerkeuy to Kaisarie, 176 
km., completing the through line from Ankara to Kaisarie, 


ran only between 


381 km. (237 miles) in length, was opened to traffic on May 29, 
1927. Subsequent extensions to Sivas and Samsun are not 
relevant to the present story, but brief details will be found 
in THe Rattway Gazette of August 17, 1934, at page 283 
The link between Ankara and the old route of the Taurus 
Express is completed by a line from Boghazkeny and 
Ulukisla built by a German contractor (Julius Berger Tiefbau 
A.G.) for the Turkish State Railways and opened on May 2, 
1933. It is reported, however, that regular through traffic 
over the new line was not begun until September, 1933. 
The remaining gap in a through railway from the shores 
of the Bosphorus to Baghdad was the section in Iraq in the 
neighbourhood of Mosul. The railways of Iraq, most of 
which had been built during the war by the British Forces, 
remained the property of the British Government, although 
administrative responsibility was assumed by the Iraqi 
Government (as from April 1, 1923) under the Financial 
Agreement of March 25, 1924, between the two Governments. 
Eventually formal transfer of ownership* to Iraq was effected 
as from April 1, 1936. Shortly afterwards the construction of 
the standard-gauge line connecting the existing Iraq State 
Railways railhead at Baiji with the Turkish and Syrian rail- 
head at Tel Kotchek was taken in hand. The section between 
Tel Kotchek and Mosul was opened to traffic on March 31, 
1939; between Baiji and Qayarah was opened on January 8, 
1940; and the remaining portion, between Qayarah and 
Mosul, was brought into public service on July 17 last. 
The opening from Tel Kotchek to Mosul had resulted in 
the extension of the Taurus Express to the latter point, but 
the through journey from Europe to Baghdad was still made 
by means of the Iraq Railways Motor Service—then Mosul to 
Kirkuk—and the narrow-gauge railway from Kirkuk to 
Baghdad. Now, however, the standard-gauge trains proceed 
through to Baghdad over the Mesopotamian route planned by 
the German engineers of the Baghdad Railway, and the 
Kirkuk line is no longer part of the route to and from 
Europe. However, the portion of it to Qaraghan, and the 
branch thence to Khanikin, are still of value as an inter- 
national line of communication, as they form a portion of the 
combined rail and road route between Baghdad and Teheran. 


Engineering Works: the Taurus and Amanus Sections 

Though the engineering works upon the latest completed 
section of the Baghdad Railway are of more topical interest 
and are described below, those in the Taurus and Amanus 
mountains and onwards to the crossing of the Euphrates are 
of greater magnitude. 

After traversing the Anatolian plateau at an average alti- 
tude of some 3,000 to 3,500 ft., the line rises to cross the 
Taurus range at an altitude of 4,845 ft. before the long descent 
to Yenice, which is only 100 ft. above sea level. The mountain 
section is between Kara Punar and Dorak, and in the eight 
miles north of Hacikiri, the intermediate station, there are 
12 tunnels varying in length up to 2,300 yd., and aggregating 
7 miles 580 yd. in extent. They are mainly in a hard lime- 
stone requiring no lining. 

In the short open spaces between these tunnels are several 
fine masonry bridges across deep ravines. One of these has 
a main arch span of 30 m. (98 ft. 5 in.) and several smaller 
flanking spans. By far the most notable is, however, the 
Giaour Dere viaduct on the descent towards Yenice. It 
consists of ashlar arch spans, one of 6 m. (19 ft. 9 in.), three 
of 12 m. (39 ft. 4 in.), three of 30 m. (98 ft. 5 in.) and four of 
10 m. (32 ft. 10 in.). The whole viaduct is actually 705 ft. 
in length, and its rail level is 226 ft. above the bed of the 
gorge it spans; it contains some 23,500 cu. yd. of masonry, 

* An historical survey of the Iraq Railways, which was published in Tue 


Rattway Gazette of May 15, 1936, at pages 946—9, gave details of the 
transaction, 
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and is a fine piece of work built on a gradient of 1 in 52}. 
At Adana the Sheihun river is crossed by a through type 
steel girder bridge having one span of 96 m. (315 ft.) and 
four spans of 54 m. (177 ft.), supported on masonry piers 
founded on oak piles driven in sheet piling cofferdams. 

The Tihun (or Djihan) river bridge, also near Adana is of 
similar design but consists of four 50-m. (164-ft.) spans. 

Beyond Toprak Kale, the junction for Alexandretta, the 
line leaves the coastal area and rises to cross the Amanus 
mountains between Mamoure and Islahie, a distance of 
21 miles. In this section there are nearly six miles in tunnel, 
the longest tunnel being 5,365 yd. situated at an altitude of 
some 2,500 ft. On the descent beyond is a fine steel trestle 
and deck girder viaduct over the Here Dere, consisting of 
three spans of 74 m. (243 ft.) one span of 40 m. (131 ft.), and 
one span of 14 m. (46 ft.). The difference in level between 


om Ne 


Above: 
Right : 


Section of tunnel roof supported by rails 


face and length of side walls concreted 


the bottom of the gorge and the rails is 85 m. (279 ft.), and 
the structure is on a 1 in 66-7 gradient. 

Near Jerablus the Euphrates is crossed by a half-mile long 
bridge consisting of ten spans of 80-m. (262-ft.) steel trusses. 
Here again oak piles driven in sheet pile cofferdams carry the 
masonry piers. 


The Recent Construction Works 


The last 198 miles of line to be constructed between Tel 
Kotchek and Baiji is all in Iraq territory, and has been built 
by or under the direction of the State Railways of that 
country. Except for the 30-mile section from Mosul south- 
wards, in which falls all the heavy work, and a few rock 
cuttings just north of that town, the State Railways have 
undertaken the construction themselves or let it out on petty 
contract, and they have also built the stations and laid 
the permanent way even in those 30 miles. Apart from 
some major bridges, however, their task has not been difficult, 
and has needed no very elaborate plant. 

But in the 30-mile section, or more correctly in the 
northern part of that section, and in the cuttings north of 
Mosul, tunnelling and rock excavation called for considerable 
use of mechanical appliances, and the work had, therefore, to 
be placed in the hands of experienced and well-equipped 
contractors, preferably with intimate knowledge of local 
conditions and with their own plant available near at hand. 
All these conditions were fulfilled by Balfour Beatty & Co. 
Ltd., a firm with a world reputation and with a well-estab- 
lished connection and branch in Baghdad, with which the 
contract was placed. 





North portal of Mosul tunnel showing the masonry 
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Beginning at Shora (km. 365 from Baghdad) and ending 
at Mosul (km. 410) the contract entailed a tunnel 1,039 ya. 
in length and rock cuttings up to 61 ft. in depth, and 
involved the total excavation of 316,536 cu. yd. of soft soil, 
435,564 cu. yd. of rock, and 1,158,888 cu. yd. of fill in 
embankments. The whole of the excavated material was led 
to fill, with maximum leads of 1,000 ft., and the balance 
required for the banks was taken from borrow. 

All this work was done mechanically. The heavier earth- 
work was excavated by four ‘‘ 43.B’’ Ruston Bucyrus diesel 
shovels, having 1?-cu. yd. buckets, and fed into six 16-cu. yd. 
Athey wagons towed by caterpillar tractors; three of the 
wagons were of the end-dump and three of the side-dump 
type. The lighter work was handled with Le Tourneau 
scrapers, also hauled by tractors. 


The 1,039-yd. tunnel extends from km. 400.665 to 
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km. 401.600, and is the magnum opus of the recent construc- 
tion. It was excavated with a pilot bottom heading, followed 
by a top heading which was broken down into the bottom 
heading; from this the spoil was removed by contractor’s 
tramway. Excavation was entirely in rock, but owing to 
the nature of the shale encountered, lining was necessary 
throughout. There were, moreover, treacherous deposits of 
gypsum in places, entailing the use of ciment fondu in the 
lining. The minimum thickness of the concrete in side walls 
or crown is 2 ft., and the internal width of the arch is 17 ft., 
measured through the axis; its height from formation level 
to underside of crown is 20 ft. 4 in. The total quantity of 
concrete in the lining is 379,650 cu. ft. Very heavy steel 
forms were used, with ribs of closely-spaced rails, the ends 
of which are concreted into good rock. Some 48,200 cu. yd. 
of rock was excavated in the tunnel. 

Bridges and culverts with openings up to two spans of 
6 ft. are in the form of reinforced concrete box culverts, 
whereas openings of from 10 ft. to 60 ft. clear, are spanned 
by rolled steel beam girders on concrete abutments and 
piers. Many of the box culverts are on sidelong ground and 
are built in steps, as one of the accompanying illustrations 
shows. One of the longest of these culverts measures 240 ft. 
over face walls, as it is in an 84-ft. high embankment, having 
13 to 1 side slopes and an 18-ft. formation width. 

Balfour Beatty also undertook the excavation of the 
cuttings north of Mosul, though these were not in the con- 
tract length, as it had the necessary plant available in 
Iraq. To the courtesy of this firm we are indebted for the 
above details and for the photographs of its works reproduced. 
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A SECOND INDIAN LOCOMOTIVE REBUILD 


Thirty-two years after it was built, a class of 40 Atlantic 
type locomotives is now being rebuilt for a second time in 


the North Western Railway workshops 


N the years 1907-8 the North 
British Locomotive Co. Ltd., 
of Glasgow, delivered to the 

Great Indian Peninsula Railway 
40 Atlantic type engines known 
as Class “ E/1”’ ; they were built 
in accordance with the British 





Engineering Standards Com- 
mittee’s design. The boilers 
were designed for saturated steam 
and had smokeboxes of the “ D”’ 
type. As may be gathered from one of the accompanying 
illustrations, the outside cylinders had steamchests inside 
the frames, and slide valves actuated by Stephenson link 
motion. The following are the leading dimensions of the loco- 
motives as originally built and as subsequently modified : 





As | After | As now 


- originally rebuilding | being 
built in 1925-28 modified 
Cylinders dia. ... eee aoe 194 in. 204 in. 204 in. 
Piston stroke... ele pte 26 in. 26 in. 26 in. 
Piston valves, dia. toe sha | 10 in. 10 in. 
°° + max. travel : - 5 in. 5 in. 
Coupled wheels, dia. ... ers 6 ft. 6 in. 6 ft. 6 in. 6 ft. 6 in. 
Bogie a ae ao 3 ft. 7 in. 3 fe. Zin. 3 ft. 7 in. 
Trailing Se a ons sie 4 ft. Zin. 4 ft. Zin. 4 ft. Zin. 
Coupled wheelbase... ld 6 fe. 9 in. 6 ft. Fin. | 6 ft. 9 in. 
Total & aa al 27 fc. 3 in. | 27 ft. Zin. 28 ft. 3 in. 
Boiler heating surfaces 
Tubes ... can ae 1,880 sq. ft. 1,447 sq. ft. 1,447 sq. fe. 
Firebox ee a 152 v0 os 
os on 2,037 sq. ft. 1,599 sq. ft. 1,599 sq. ft. 
Superheater (Stirling) ... ee 4s: <e | ; re 
Grate area > ade , oe | we | 
Working pressure a ...| 180 Ib. per sq.in. | 183 1b. persq.in. | 180 1b. per sq. in. 
Tractive effort at 75 per cent. 17,110 Ib. - | 
at 85 per cent. boiler 
pressure = 21,433 Ib. 21,433 Ib. 
Tender 
Tank capacity oie ‘ea 4,500 gal. 4,000 gal. 4,000 gal. 
Fuel (coal) ue esi 10 tons 9 tons 9 tons 


Weight in working order 
Engine (total) os 72 tons 14 cwt. 
37 tons 10 cwt. 


45 tons 14 cwt. 


71 tons 0 cwt. 
36 tons 12 cwe. | 
45 tons 14 cwt. 


-| 66 tons 14 cwt. 
34 tons 9 cwt. 
60 tons 5 cwt. 


’ adhesion 
Tender (full) ... 


For a period of 17 or more years the ‘‘ E/1’’ class did 
useful work upon the important mail and express trains 
on the G.I.P.R., but between the a 

years 1925 and 1928 the boilers Aes hie.” 
and cylinders were due for re- | 
newal, and the opportunity was S 
taken to rebuild the class as 
superheater engines with larger 
cylinders having piston valves 
10 in. dia. x 5 in. maximum 
travel, and greatly improved 
steam passages. Circular type 
smokeboxes on saddle castings 
were provided, but the original |. 
Stephenson motion was retained; 
with rocker arms to actuate the 
piston valves. Pop safety valves | 
and top feed were fitted to the | 
new boilers. After these altera- 
tions the “ E/Is’”’ proved to be 
particularly efficient engines. The 
second illustration opposite de- 
picts one of them as thus rebuilt. 
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New springing arrangement and hind carrying wheel 
moved back 1 ft. 


a number of steam locomotives became surplus, and in 
1933-34 29 “ E/1”’ class engines were transferred to the 
North Western Railway; the remaining 11 were also 
transferred in 1935-36. 


The Second Rebuilding 


In 1937 the N.W.R. administration was faced with the 
necessity of providing more efficient passenger locomotives 
to meet modern requirements, but financial stringency pro- 
hibited the purchase of new locomotives. It was, there- 
fore, decided to recondition and modify the 40 ‘‘ E/1s,”’ 
as their boilers were only 10 years old and might be 
expected to give another 8 to 10 years’ useful service, 
and the general efficiency of the type merited a prolonga- 
tion of its life. 

Of the 40 engines, 24 had cracked and patched frames, 
and so it was decided to purchase complete new 
frames with flitch plates and continuous horns for these 
24 engines. Also, as the ‘‘ E/1’’ class of engine rode 
roughly at the back end, opportunity is being taken to 
increase the distance between the centres of the trailing 
coupled and carrying wheels from 7 ft. 6 in. to 8 ft. 6 in. 






AUXILIARY | I 


A: 
MN Tl 
\ ij +1h+ 
hy eH 

AZ Lao 

“BEAM BRACKET \. 









When, in 1929, part of the 
G.I.P.R. main line was electrified 


Elevation of ashpan gear as now arranged in the “* E/M”’ class as it is now called 
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One of the ~ E/1” class Atlantics as originally built in 1907-8 by the North British Locomotive Co. Ltd., 
for the Great Indian Peninsula Railway 





Another of these engines as rebuilt between 1925-28 by the G.I.P.R. with a superheater boiler, 
larger cylinders, and much improved front end 





A third of these engines as rebuilt a second time at the age of 32 by the North Western Railway, the 
present owners, with altered frames and trailing wheel arrangements to improve the running 


THREE STAGES IN THE LIFE OF AN INDIAN PACIFIC TYPE OF LOCOMOTIVE 
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and to provide Skefko roller-bearing outside axleboxes for 
the trailing carrying wheels. As the fitting of roller- 
bearing axleboxes necessitates provision of an auxiliary 





Details of the trailing wheels as thrown back 

1 ft. and fitted with Skefko bearings, auxiliary 

frame plates, new spring compensation and 
hopper ashpan levers 


frame plate, an additional 16 sets of auxiliary frame plates 
and details other than main frame plates have been 
ordered to convert the remaining engines of the class. 
The modified design provides for compensated springing 
throughout from the leading coupled to the trailing carry- 
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ing wheels, hopper type ashpans, open motion bar 
brackets, and stiffened frame stay plates. A modification 
to the bogie axleboxes so that sliding keeps can be fitted, 
has been designed, and this enables ‘keeps to be repacked 
without dropping the wheels as hitherto necessary. We 
reproduce drawings of the new wheel and _ springing 
arrangement and of the ashpan. 

Wota Limited of Calcutta secured the order for the 
supply of the frame plates and wheels and axles complete 
with roller-bearing axleboxes manufactured by Robert 
Stephenson & Co. Ltd.; the roller-bearing axleboxes are 
being supplied by Skefko. The cast steel motion plates 
and continuous horn guides are being produced by a local 
steel foundry, the General Steel & Welding Mills of 
Moghalpura. With these materials for the rebuilding, the 
work is being carried out in the locomotive workshops of 
the North Western Railway at Moghalpura. 

On March 11, No. 926, the first of these engines, was 
turned out from the shops rebuilt for the second time as 
described above, and as illustrated; in their latest modified 
form they are known as the ‘‘ E/M”’ class. It is under- 
stood that on trial No. 926 gave a good account of itself, 
and the running has been greatly improved as a result of 
this second rebuilding, at the age of 32 years. It has 
been named Colonel Carson after the present General 
Manager of the North Western Railway; the initials have 
been omitted since the photographs were taken. It is 
expected that these engines will give another 10 to 15 
years’ useful service, and three spare boilers are to be 
purchased for them in 1941-42, so as to reduce the days 
they are in shops for general overhaul. 








Railear Collision and Fire in U.S.A. 





Result of head-on collisicn between petrol-electric railcar and double-headed freight train on the Pennsylvania 


Railroad on July 31 at Cuyahoga Falls. 


The driver of the railcar failed to observe orders and await the passing 


of the freight train in a siding, with the result that the two met head-on at combined speed of about 75 m.p.h. The 


petrol tank exploded, and the wreckage was sprayed with flames. 


All the passengers in the railcar, numbering 41, 


lost their lives, and only the crew of 3 in the driver’s cab, who saw what was about to happen, escaped death by 


jumping from the vehicle. 


They were badly injured 
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British Railways and the 
War—36 
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Right: Members of the 
Great Western Railway 
staff, trained as firemen, 
with fire fighting equip- 
ment and a trailer pump 


(see page 285) 
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RAILWAY NEWS SECTION 


PERSONAL 


Sir Alfred Theodore Vaughan Robin- 
son, K.B.E., who, as announced in our 
issue of July 26, retired on August 1 
from the position of Deputy Secretary, 
Ministry of Transport, was born in 
1879 and educated at Merchant Taylors 
School and St. John’s College, Oxford. 
He entered the Exchequer & Audit 
Department in 1902, and was stationed 
at Army Headquarters, Pretoria, from 
1906 to 1908. In 1912 he 
became Assistant Secretary to 
the National Health Insurance 
Commission, and in 1913 was 
appointed Treasury Officer of 
Accounts, where he was closely 
concerned with questions arising 
out of the Government Control 
of Railways. After special duty 
at the Peace Conference in Paris, 
he was selected as Director of 
Finance in the newly-formed 
Ministry of Transport. He 
became Controller of Army Cost 
Accounts after the passing of the 


Railways Act, 1921. In 1927 
he served on the Budget 
Experts (Disarmament) Com- 


mittee at Geneva, and in the 
next year was lent to the 
Hungarian Government to in- 
vestigate its system of public 
accounting. In 1929 he was 
recalled to the Ministry of 
Transport in connection with 
railway, dock, and canal schemes 
under the Home Development 
Act of that year. He was then 
placed in charge of the new 
branch covering the work of the 
Traffic Commissioners and dealt 
with appeal inquiries. He 
succeeded Sir Henry Piggott as 
Deputy Secretary of the Ministry 
of Transport in 1934. Sir Alfred 
is a member of the Institute of 
Transport. He was made a 
C.B.E. in 1927, a C.B. in 1936, 
and received the honour of 
knighthood as a K.B.E. in 
1939. 

Imperial Service Medals have been 
awarded by the King to 25 employees 
of the Railway Department of New 
South Wales, it is notified in The 
London Gazette of September 6. 

It was announced on September 4 
that to assist the Minister of Supply 
with the supply and distribution of raw 
materials, including the work of the 
raw material controls, the King has 
approved the appointment of Lord 
Portal as additional Parliamentary 
Secretary to the Ministry of Supply. 
Lord Portal, who is a Director of the 
Great Western Railway Company, has 
been Regional Commissioner fpr the 
Welsh Civil Defence Region since 1939, 


Chairman of the Bacon Development 
Board since 1935, a trustee of Lord 
Nuffield’s Scheme for the Assistance of 
Special Areas since 1936, and Chairman 
of the Coal Production Council recently 
set up by the Secretary for Mines. 


The funeral of Sir Percy Rothera, 
whose death we recorded in last week’s 
issue, took place at Golders Green 
Crematorium on September 5. Among 





London 


Russell 
Sir Alfred Robinson, K.B.E. 


Deputy Secretary, Ministry of Transport, 
1934-1940 


those who attended were .Sir Ernest 
Bell (Chairman, South Indian Rail- 
way); Mr. H. J. Morris (Accountant, 
South Indian Railway); Mr. P. H. 
Maflin (Director, South Indian Rail- 
way); and Mr. W. Stantiall, Director 
of the South Indian and the Rohilkund 
& Kumaon Railways. 


A memorial service for Viscount 
Horne, whose death was recorded in 
our last week’s issue, was held on 
Friday, September 6, in Glasgow 
Cathedral at 2.30 p.m. The funeral 
took place on the morning of the same 
day in Slamannan Churchyard where 
Lord Horne’s father and mother were 


also buried. In addition to floral tri- 
butes from relatives, some were sent by 
the Deputy Chairman, Directors, and 
officers of the Great Western Railway; 
the Chief Officers of the Southern Rail- 
way; the Managing Director of the P. & 
O. Steam Navigation Company; the 
Chairman and Directors of the British 
India Steam Navigation Co. Ltd., and 
the Trustees and Members of the 
Railway Convalescent Homes. 

A memorial _ service for Vis- 
count Horne of Slamannan was 
held in Westminster Abbey on 
Wednesday, September 11. Lord 
Horne, as was recorded in THE 
RatILway GAZETTE of Septem- 
ber 6, had been Chairman of the 
Great Western Railway Com- 
pany since February, 1934. At 
the service the King was repre- 
sented by Lord Alness and the 
Prime Minister by Mr. Brendan 
Bracken, M.P. Canon F. R. 
Barry officiated. Members of the 
family and others present, among 
whom were many representa- 
tives of industry, finance, and all 
political parties, included :— 

Miss Horne (sister), Mr. John 
Lamberton (nephew), Mr. J. W. G. 
Horne, Miss Margaret Horne. 

Sir John Reith (Minister of Trans- 
port), Lord Stamp (Deputy Chairman, 
Railway Companies Association, and 
Chairman, London Midland & Scottish 
Railway Company), Lord Palmer 
(Deputy Chairman, Great Western 
Railway Company), Mr. Charles 
Hambro (Deputy Chairman, Great 
Western Railway Company), Sir James 
Milne (General Manager), and Mr. 
F. R. E. Davis (Secretary, also repre- 
senting Major the Hon. J. J. Astor, 
M.P., the Hon. Sir Edward Cadogan, 
the Earl of Dudley, Lord Dulverton, 
Sir Henry Mather Jackson, Mr. Cyril 
E. Lloyd and Sir Watkin Williams- 
Wynn, Directors), Mr. Robert Holland- 
Martin (Chairman, Southern Railway 
Company), Sir Ronald Matthews (Chair- 
man, London & North Eastern Rail- 
way Company). 

Lord Portal 
Lord Ashfield 
Passenger Transport 
Hon. Windham 
G.W.R.), Lord 


(Director, G.W.R.), 
(Chairman, London 
Board), the 
Baldwin (Director, 
Cadman _ (Director, 

G.W.R.), Lord Glanely (Director, 

G.W.R.), Mr. Harold Macmillan, 

M.P. (Director, G.W.R.), Colonel Sir 
Charles Wright (Director, G.W.R.), Mr. A. K. 
McCosh (Director, L.N.E.R.), Mr. T. E. Brain 
(Acting Secretary, Southern Railway Company), 
Mr. Cecil Grantham Page (Secretary & Chief 
Legal Adviser, L.P.T.B.), Mr. K. W. C. Grand 
(Principal Assistant to General Manager, 
G.W.R.), Mr. S. G. Rowe (Assistant Secretary, 
G.W.R.), Mr. A. S. Quartermaine (Director 
General of Aircraft Production Factories), 
Mr. F. C. A. Coventry (Superintendent of 
Road Transport, G.W.R.), Mr. G. H. Crook 
(representing Mr. F. H. D. Page, Signal Engineer, 
G.W.R.), Mr. R. Carpmael (Acting Chief 
Engineer, G.W.R.). 

Others present included Sir Bertram Hornsby, 
Mr. A. J. Makins, Mr. Reginald McKenna, Sir 
Charles Seligman, Mr. S. C. Magennis, Sir 
Patrick Hannon, M.P., Commissioner David C. 
Lamb, Mr. Charles R. Goulder (Deloitte, Plender, 
Griffiths & Company, also representing Lord 
Plender), Mr. J. A. Kay, Mr. F. S. Mallcott 
(representing Mr. James Paterson, of Carter, 
Paterson & Co. Ltd.). 
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Questions in Parliament 


Railway Workers Rations 

Mr. F. S. Watkins (Hackney Central 

Lab.), on behalf of Mr. J. Henderson 
(Manchester, Ardwick—Lab.), on Sep- 
tember 5, asked the Parliamentary 
Secretary to the Ministry of Food 
whether he was aware of the special 
hardship imposed upon those railway 
employees who were compelled to lodge 
away from home by the small rations 
of tea and sugar allowed; and if he 
would, in view of the special circum 
stances, consider the advisability of in 


creasing the rations of these com 
modities. 
Mr. R. J. G. Boothby (Parliamentary 


Secretary to the Ministry of Food): 
Railway employees receive the sam¢ 
rations of tea and sugar as any other 
lasses of the community, and the 
Minister of Food is unable in present 
circumstances to sanction an increase. 
The Food Control committees are, 
however, authorised to issue special 
permits for the purchase of tea _ for 
industrial, business and clerical 
workers, for consumption during their 
working hours, in cases where they 
cannot obtain tea from a registered can 
teen. I realise that special problems 
arise in regard to the provisions of 
rationed commodities to certain classes 
of railway employees, and I am in con 
sultation with the Minister of Trans- 
port in an endeavour to find a solution 
of these problems. 

Mr. George Griffith (Hemsworth 
Lab.): Is the Minister aware that there 
is no canteen in a coal mine and that 
the collier who takes down one bottle 
with him cannot get any more: and 
will he not arrange for these men to 
get more tea? 

rhe Speaker: The question refers to 
railway workers and not to coal miners. 

Mr. John Morgan (Doncaster—Lab.) : 
Will these special facilities for tea apply 
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also to mobile units of men working at 
the ploughing up campaign a _ long 
distance from their homes? 

There was no reply. 








Emergency Livestock Traffic 
on the B.A.G.S.R. 


Abnormally heavy rainfall during the 
greater part of June and July caused 
serious floods in the south of the Pro- 
vince of Buenos Aires served by the 
above railway, and an extensive area 
was inundated, making it necessary to 
remove livestock to safety zones. Road 
traffic was totally interrupted for some 
days, and the main highway to Mar del 
Plata, which was undermined, had to 
be closed to traffic for an entire week. 
Once again the advantages which the 
railway possesses over road transport in 
emergencies of this nature were demon- 
strated, as for over a fortnight the 
B.A.G.S.R. was the only means of 
transportation available to the mer- 
chants and producers within the zone 
affected by. the floods, the road services 
being entirely suspended. The railway 
itself suffered a certain amount. of 
damage, the tracks being cut and cul- 
verts and embankments washed out at 
various points, making it necessary to 
establish speed restrictions at many 
places. The running of a large number 
of ballast trains loaded with materials 
for repairing the damaged portions of 
the line threw an extra strain upon the 
railway organisation and rolling stock 
resources. But so efficiently were the 
traffic operations carried out that, 
although the services were naturally 
upset to a certain extent, but little 
serious inconvenience was caused to 
the travelling public, and the line was 
quickly restored to normal working 
conditions. 

In addition to maintaining its usual 
services, during the month ended 
July 15 the railway ran 155 special 


feature is the inscription 
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a a Priomd 
TAKE A KODAK 


One of the series of posters issued by 

the Victorian Railways Commission, 

to which we referred in ** The Railway 

” of August 16. An interesting 

“ Take a 

Kodak,’ suggesting collaboration with 
an industrial organisation 


Gazette 


catue trains for the evacuation of live 
stock from the flooded area. This, 
however, did not represent the com- 
pany’s maximum efforts in the hand 
ling of this class of traffic, as during 
the same period, 8,809 livestock wagons 
were loaded, and on one day alone 
(July 9) 549 cattle and sheep wagons 
were despatched from the company’s 
stations. 











Vew 4-6-4 


(see page 274) 


1-6-4 Beyer Garratt locomotive, at the head of passenger train, at Bulawayo, Rhodesia Railways 





VitwM 
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TRANSPORT SERVICES AND THE WAR—55 


London suburban traffic and the air raids—G.W.R. fire-fighting equipment—L.N.E.R. 
aircraft purchase scheme—Canadian hospital car— Military traffic on U.S.A. railways 


—Railway services in Belgium, France, Germany, and Switzerland 


The violent and widespread air attacks on the London area 
during the past few nights have necessarily caused some tem- 
porary interruptions to London suburban transport services, 
both rail and road, and the remarkable genius for improvisa- 


brought into play day after day in devising alternative routes 
so as to cause the minimum delay to workers travelling 
between their homes and offices. The raids on the night of 
Saturday-Sunday (September 7-8) provided the first wide- 
spread delays, and on Sunday the Ministry of Transport 
issued an official statement saying: ‘‘ Some dislocation in 
transport occurred as a result of last night’s air raids, par- 
ticularly in the area south and east of London. Steps have 
already been taken to restore the damage as quickly as pos- 
sible, and as a temporary measure alternative routes are being 
worked, and special bus services have been arranged. Intend- 
ing passengers should enquire from their local station for 
information regarding facilities for their journeys. Instruc- 
tions have been issued to the railways and to the London 
Passenger Transport Board to allow the widest possible flexi- 
bility in the use of season and ordinary tickets by any alter- 
native services. Every assistance will be given and no 
unnecessary formalities will stand in the way of travellers 
journeying between their homes and their places of work.”’ 

Later in the day the Ministry of Transport announced that 
arrangements were being made at railway stations to assist 
passengers in getting to their work the next morning with 
the least possible delay. Both then and subsequently, noti- 
fication of sections of railway placed temporarily out of 
service was given locally, and station staffs were usually in 
a position to advise about alternative routes. One aspect 
of the wisdom of such a course has been demonstrated time 
and again by the fact that, so rapid have been the activities 
of the repair gangs, rail services frequently have been 
restored within a few hours of the damage and well ahead of 
the time estimated when the initial survey of the wreckage 
was made. Some further reference to this aspect of the situa- 
tion is made in our editorial note at page 269, and two 
photographs giving some impression of the damage to stations 
and rolling stock are reproduced on page 282. 

On Tuesday (September 10) the Minister of Transport made 
the following announcement: ‘‘ The violent and indiscrimi- 
nate bombing of London during the past two or three days 
has naturally caused some temporary dislocation of travelling 
facilities. In order to enable the work of restoring the services 
to proceed with the least possible delay, the public are asked 
to refrain from unnecessary travel to and from the London 
area. 


G.W.R. Fire-Fighting Equipment 


For normal fire-fighting purposes the Great Western Rail- 
way Company, as a large ratepayer, relies in the main upon 
appliances provided by local authorities, but even in peace- 
time hydrants, hose, and certain first-aid fire appliances, such 
as chemical extinguishers, are provided and maintained by the 
company, and members of the staff are trained in their use. 
Owing to increased fire risk due to hazards of war, it has been 
necessary to supplement existing fire equipment, and to deal 
with incendiary bombs large numbers of stirrup pumps and 
Redhill containers and scoops have been supplied. A.R.P. 
personnel have been instructed in the use of such appliances 
as part of their A.R.P. training. At certain important rail 
centres, and at the docks, light and medium petrol trailer 
fire pumps have been provided to assist in dealing with fires 
which may be too extensive to be dealt with by the use of 
hand appliances. These pumps are manned by members of 
the company’s A.R.P. personnel, specially trained, and fre- 
quent practices are held to maintain efficiency. The light 


type of petrol trailer pump, fitted with suction equipment and 
hose, is capable of pumping at the rate of 120 gal. a min. at 
80 lb. pressure, and the medium-size pump can pump at the 
rate of 350 gal. a min. at 100 lb. pressure. Both types of 
pump are driven by a petrol engine, and the power unit of 
the light type of pump may be removed from the chassis and 
manhandled over difficult ground. (See illustration on 
page 282.) 
The Railway Home Guard 
Over 100,000 railwaymen, including many ex-servicemen, 
have now volunteered to take part in guarding the railways, 
and already excellent progress has been made at 3,500 centres 
all over the country in their enrolment as Home Guards. 
Protection is provided for administrative offices, works, 
depots, garages, signal boxes, floodgates, power houses, 
bridges, stations, important sections of 1 = permanent way, 
etc., and both day and night turns of uuty are regularly 
performed. The whole of the work is voluntary, and patrols 
and training are undertaken in off-duty hours. 


British Railway Advertising Departments 


Through the 


Railway Execu- 
NOTICE TO THE STAFF 





tive Committee, 
the Advertising 
Departments of 
the British rail- 
ways are actively 
assisting the war 
effort, and some 
notes on __ this 
aspect of the 
situation are con- 
tributed to the 
current issue of 
the L.N.E.R. 
Magazine by Mr. 
C. Dandridge, 
Advertising Man- 
ager. Thousands 
of railway bill- 
posting sites are 
devoted to the 
display of Gov- 
ernment bills ©. H. NEWTON, 

rangi ng from a Chief General Manager 
warning against 
the Colorado 
beetle (which 
may make in- ug, 190 
roads on our food 
stocks) to a series 
of pictorial poster 
reminders of the Empire’s strength. The railways are 
co-operating with the Ministry of Information in the arrange- 
ments to be put into force should broadcasting be inter- 
rupted. In such an event official news bulletins would then 
be displayed at a number of passenger stations. Like the 
householders, the railways are salvaging everything possible. 
One useful contribution has been half a ton of aluminium, 
derived from obsolete L.N.E.R. advertising fitments; this 
will be sufficient for half a fighter plane. A brief reference 
to this was made at page 130 of our August 2 issue. The 
latest effort of the L.N.E.R. staff is the Aircraft Purchase 
Scheme. The poster reproduced, conveying a message from 
Mr. C. H. Newton, Chief General Manager, L.N.E.R., is now 
a familiar feature of every staff notice board. The Blenheim 


One of the greatest needs of the 
moment to help us beat the enemy is the 
supply of more and more Bomber and 
Fighter Aircraft. In this we can all help, and 
our assistance can be given in practical form 
with a definitely personal touch 


What better way can there be than 
by contributing directly towards the cost 
of aircraft to bear the name of the London 
& North Eastern Railway? A scheme, of 
which full particulars are being circulated, 
has been arranged to enable the whole of 
the staff of the L.N.E.R. to participate in 
this way, and I sincerely hope that it will 
meet with a wide and immediate response 
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bomber illustrated at the foot of the bill is only one of those 
which the L.N.E.R. staff intends to buy, concludes’ Mr. 
Dandridge. 
A Canadian Hospital Car 

Further details have now reached this country concerning 
the hospital unit recently turned out from the Montreal shops 
of the Canadian National Railways for the use of the Royal 
Canadian Army Medical Corps. This unit, which is the first 
of its kind to be equipped in Canada, was described briefly 
at page 157 of our August 9 issue ; we understand that other 
units will be prepared in the railway shops as they become 
necessary. This hospital car is quite different from the type 
of railway unit known as the ambulance car, and it has been 
designed in order to take care of wounded and convalescent 
soldiers returning to Canada for transfer to hospitals in various 
parts of the country In essence it is a remodelled sleeping 
car from which all the lower berths and four of the upper 
berths were removed. In the space formerly occupied by the 
lower berths, eight hospital cots were installed ; eight of the 
upper berths were left for the accommodation of less serious 
cases. The drawing room has been retained for the use of 
three nurses, but the other end of the car has been completely 
transformed Here a room was arranged for a doctor; a 
generous linen cupboard provided; a kitchenette equipped 
with gas rings and refrigerators ; a dispensary provided ; and 
an ante-room equipped for surgical dressings, and provided 
on each side with wide doors to allow of the easy entry of 
stretchers \s we have previously recorded, this vehicle 
is finished in Canadian National green and bears the designa- 
tion ‘‘ Hospital Car "’ as well as the emblem of the International 
Red Cross. The vehicle was planned by Dr. John McCombe, 
Chief Medical Officer of the Canadian National Railways, after 
consultation with officers of the Royal Canadian Army Medical 
Corps 

Military Traffic on U.S.A. Railways 

Further details are now available concerning the Mili 
tary Transportation Section of the Car Service Division, 
Association of American Railroads. As we announced at page 
210 of our August 23 issue, this organisation has been estab 
lished, with effect from August 1, to maintain close liaison 
between the military Forces and the railway systems of the 
U.S.A. Car service agents of the A.A.R. have been appointed 
to co-operate in transport arrangements for the seven major 
army manoeuvres this summer, as follow :—First Army, Mr. 
R. S. Harlan, Syracuse, N.Y.; Second Army, Mr. C. E. 
Hartman, Aurora, Ill.; Thivd Army, Messrs. A. L. Mullins, 
Atlanta, Ga., T. M. Healy, New Orleans, La., and H. A. 
Huckaba, Burlingame, Cal.; Fourth Army, J. C. O’Connell, 
St. Paul, Minn:., and B. W. Griffiths, Seattle, Wash. In 
addition to these field representatives, the Military Transpor 
tation Section will make full use of the facilities of the 
thirteen district offices of the Car Service Division of the 
Association of American Railroads, located at Boston, New 


York, Atlanta, Detroit, Pittsburgh, Cincinnati, St. Louis, 
Chicago, Minneapolis, Omaha, Dallas, San Franc isco, and 
Seattle 

Mr. Arthur H. Gass has been appointed Manager of the 
Military Transportation Section. He was attached to the 


staff of General W. W. Atterbury, former President of the 
Pennsylvania Railroad, during the war of 1917-19 and for two 
years was in charge of handling American equipment in 
France He supervised the evacuation of American troops 
in that country after the signing of the armistice. Upon 
returning to the United States he became District Manager 
of the Car Service Division at Boston, Mass. Later he was 
transferred to Detroit in the same capacity and then to 
St. Louis. More recently he has been attached to the office 
of the French Purchasing Commission. Mr. W. P. Scruggs, 
formerly Manager of the Troop Movement Section of the Car 
Service Division, is Assistant Manager of the new 
organisation. 

The Military Transportation Section and the regional pas- 
senger associations will co-operate in working out routings 
and schedules for all troop movements. It will also gather all 
information regarding freight and passenger equipment 
needed by the U.S.A. army. To facilitate this, military 
representatives will furnish to railway representatives on 
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duty with them information as to troop movements, ca 
requirements, and supplies and equipment to be moved. Th 
Car Service Division of the A.A.R., when asked, will gath« 
information concerning equipment available, and will exp: 
dite the use of this equipment and the return of empty car 


Transport in Germany 


| 
The winter timetable on the German Reichsbahn is duc 
begin on October 6; summer time ends during the night 
October 5-6 in Germany and occupied territories. In order 
reduce the chronic goods rolling stock shortage, the Gerin 
authorities have prohibited long distance transport of certai 
commodities, such as beer, building materials, bread, an 
milk. The railway management has introduced a number ¢ 
fixed load ’’ goods trains for materials sent in bulk, such a 
coal, minerals, and machinery. These goods may be loadec 
and despatched only when a full trainload is ready for ship 
ment to the same destination. Shunting and storage e 
route is thus avoided, and a quicker turn round for wagons is 
secured. 


The Railways of Belgium 


The German authorities in Belgium have announced that 
from October 1 nearly normal transport services on thx 
Belgian railways will be again available, though at a much 
reduced speed. Most of the passenger and goods traffic, 
even over long distances, is still being handled by ths 
Société Nationale des Chemins de Fer Vicinaux, over its 
extensive system of light railways covering practically the 
whole of Belgium. The heaviest main-line wagons have been 
admitted temporarily on these railways, and maximum per 
missible loads have been greatly increased until further 
notice. 


Swiss Frontier Traffic 

Railway traffic between Germany and Switzerland (closed 
on July 30) was restored on a number of lines on August 24, 
between the hours of 5 a.m. and 9 p.m. German summer 
time, according to the Swiss radio. The resumption via 
Basle was recorded at page 234 of our August 30 issue. 
Traffic on further lines was resumed on August 31. 

The Franco-Swiss frontier at Basle was opened on Sep 
tember 2 specially to permit Swiss citizens who fled from 
their homes in Alsace at the beginning of the war to return 
On the Alsatian side of the frontier flew a banner bearing the 
Swastika and the words ‘‘ German Alsace greets you.’’ 

On or about September 4 the railway between Geneva and 
Bellegarde was reopened, and frontier traffic between France 
and Switzerland was resumed under German control at 
Bellegarde. 

An explosion early on the morning of September 3, on 
the La Roche-Annecy Railway, destroyed the 300-ft. viaduct 
near Evires. Sabotage is suspected, and it is thought that 
mines laid by the French at the beginning of the war were 
detonated. The explosion occurred just after the passage of 
a train. It is estimated in Paris that repairs to the railwav 
will occupy at least three months. Later messages state: 
““ As a result goods traffic between France and Switzer 
land and Spain and Portugal has been completely suspended 
The passenger service is being maintained with road motor- 
cars. . . . Recently about 200 railway wagons a day carried 
goods to and from Switzerland on this line.”’ 


Southern Salvage 

Nearly 4,000 tons of miscellaneous salvage has been dis- 
posed; of by the Southern Railway during one month. 
Included in this scrap are 3,300 tons of iron and steel, mainly 
old rails and chairs, and 160 tons of paper from the lofts and 
correspondence racks of offices. Among the old metal handed 
over for war use are two 200-ton hydraulic power accumu- 
lators erected about 1880 for providing power for the cranes 
at Willow Walk depot and now rendered obsolete by the 
installation of modern plant. Other disused iron work 
includes steam heating pipes, girders, boilers, and a rolling 
mill at Ashford works. Recovered metal which can be used 
for the company’s purposes in its foundries is retained. To 
assist the Southern Railway staff to obtain as much salvage 
as possible, dumps have been established throughout the 
system. 
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CHARGES (RAILWAY CONTROL) CONSULTATIVE COMMITTEE 


Public inquiry to advise the Minister of Transport as to the best 
method of further increasing the charges of the four main-line 
railway companies and the London Passenger Transport Board ,. 


Tables submitted by the Railway Executive Committee to 
the Charges (Railway Control) Consultative Committee, which 
has been hearing the application for an increase of 6-8 per 
cent. in charges, are reproduced on this and the following 
page. They show the estimated yield of the proposed 
increases of fares on the London Passenger Transport Board 
road system and on the railways of the main-line companies 
and the board. 

The inquiry was continued on Thursday, September 5 
at Bush House, Strand, before Mr. Bruce Thomas, 
(Chairman), Mr. H. E. Parkes, and Mr. John Quirey. 

Mr. Alfred Tylor, for the Railway Executive Committee, 
said that the questions put on Wednesday (September 4) 
by the Chairman to Sir William Wood, regarding ways and 
means of exempting certain traffics from a general increase, 
were being considered, but there were great technical diffi- 
culties, and the information could not be made available until 
Monday. 

Mr. Theodore E. Thomas, General Manager of Operations, 
London Passenger Transport Board, answering further 
questions, said that any extension of the period during which 
workmen's tickets were issued would merely shift the in- 
cidence. By making the last workmen’s train later the 
position made far worse because there would be more 
people who attempted to travel earlier than they needed. 
It was proposed that half-price railway season tickets for 
juveniles should go up in exactly the same proportion as 
other tickets. Since the introduction of 14d. bus 
fares some passengers had obviously transferred to other 
fare. A 14d. passenger who could secure an addi- 
tional mile for $d. had become a 2d. fare. It was impossible 
to increase trolleybus services, as delivery of new vehicles 
could not be secured. 

Replying to Mr. H. E. 


B.C. 


Was 


season 


classes of 


Parkes in reference to a suggestion 


of 4d. on every fare instead of ld. on longer stages, Mr. 
Thomas said the effect of that would be to put 25 per cent. 
on all passengers irrespective of the distance travelled. It 
would mean introducing odd halfpenny fares at every cate- 
gory and would certainly increase the difficulties of con- 
ductors in giving change. If that were done on the roads it 
would have to be done on the railways to preserve the rela- 
tionship between road and rail, and tickets involving odd half- 
pennies over 13d. could not be issued from machines. 

In reply to the Chairman, Mr. Thomas said that on the 
board’s railways the total additional yield from the proposals 
as to workmen's fares would be £43,300 and from ordinary 
fares above 14d. would be about £180,000. If those fares were 
untouched it would not change the operational problem. 

This concluded the case for the Railway Executive Com- 
mittee. 

Mr. Comyns Carr, K.C., then addressed the committee, on 
behalf of the Mining Association of Great Britain. He said 
that coal and transport stood side by side as commodities 
which were at the base of every element entering into the 
cost of production and the cost of living. Returns published 
by the Board of Trade showed that the increase in the price 
of coal was substantially less than in the case of other com- 
modities. The increase in the price of locomotive coal was 
11 per cent., against the 17} per cent. increase in charges 
proposed by the Railway Executive Committee. 

Continuing his address on Friday, September 6, Mr. 
Comyns Carr said that the export of steam and bituminous 
coal had been seriously affected because of the events of 
May and June, although a market for anthracite export coal 
had been found in different parts of the British Empire. In 
view of competition the outlook for the South Wales coal 
export trade would be extremely serious unless some reduc- 
tion could be made in cost. In other districts it was easier 


LONDON PASSENGER TRANSPORT BOARD 
Miscellaneous Fares in Operation, Proposed Increases, and Estimated Yield 


Description Area of Operation and Basis of Charges 


Available on trams and trolleybuses in County of London 
and certain adjacent boroughs. Issued after 10 a.m. 
weekdays and all day Sundays and public holidays 

Available on trams and trolleybuses in areas north and south 
of River Thames, but not both. Issued after 6 p.m. 
Mondays to Fridays 


Is. day ticket 


6d. evening tourist ticket . 


Available to children under |4 years of age in same areas as 
6d. evening tourist ticket. Issued after 10 a.m. on Satur- 
days and during certain periods in school holidays and all 
day on Sundays and public holidays 

Operate on trams and trolleybus routes in County of Lon- 


6d. child’s day ticket 


Cheap mid-day fares. 


don and certain adjacent boroughs and on parallel bus | 


routes. Single fare of 3d. applying ‘‘ All the way’ 


between suburban termini of trams and trolleybuses and | 


Central London for journeys not covered by 2d. cheap 
mid-day fare 
(a) A few exceptional ordinary fares surviving at approxi- 
mately single fare and a half 


Return tickets on certain 
Country bus and trolley- 
bus routes 


(b) A few exceptional (non-statutory) workmen's return 
fares on Country buses mainly in Gravesend area 


single | Limited facility, 1,401 bookings covering 70 road points 
only. Tickets available for single journeys partly by 
board's railways and partly by road. Prior to July 3, 838 


Road-rail ordinary 


fares 


of these fares were the sums of the road and rail charges | 


(of which 314 have represented a saving of $d. on the sum | 


of the separate charges since that date) ; 544 represented 
a saving of Id. (of which 59 have represented a saving of 
14d. since that date) ; and 19 represented and still repre- 
sent a saving of 2d. 


Estimated Yield from 
Proposals in a Future 
Estimated Value P Year — 
of Trafficina 
Future Year 


Proposed Method of Increase 


Gross [Discounted 
£ £ £ 
To be increased by 2d. to Is. 2d. 118,198 19,500 15,500 
No immediate change proposed. If trans- 112,014 
fer of traffic to this facility as result of 
increase in other fares occurs, an increase 
of price to 7d. will be considered later 
No immediate change proposed Not available 
(Included with 
Is. day ticket.) 
No increase in the 3d. fare proposed Not available 
(a) To be increased in the case of fares 
under 9d. by not more than Id. andin ) | 
the case of fares of 9d. and over by | 
174% 62,000 10,800 | 8,600 
(b) To be revised on same principles as are 
proposed in respect of workmen's 
fares on trams and trolleybuses | 
Facility to be withdrawn a .| Estimated tickets 7,500 6,000 
issued | 
approximately 
4,500,000 per 
annum at } 
various fare | | 
values; aggre- | 
gate value not 
known 
Total Not available 37,800 | 30,100 
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than in South Wales to divert part of the coal inland. He 
suggested that the coal and coke export trade should be 
exempted altogether from the proposed increases. As to 
landsale coal, the increased price of transport could of course 
be passed on to the consumer, but he submitted that it was 
economically unsound to do anything which would affect the 
cost of every item as well as the individual consumer in his 
coal, gas, and electricity bill. He suggested that the esti- 
mate of earnings*for a future year should be increased by 
£20,000,000. . 

Mr. Abady, K.C., for the British Iron & Steel Federation, 
said this was an iron and steel war, and he adopted Mr. 
Comyns Carr’s figure of £20,000,000 for a revised estimate of 
earnings. Apart from the export drive the one certainty of 
increased traffics was in the steel products required for muni- 
tions. In the absence of any figures for allocation of costs 
between the different classes of traffics, he asked that there 
should be an all-round level percentage increase if one were 
necessary. If he were right about the £20,000,000 the pro- 
posed increase might be reduced from 17} per cent. to 15 per 
cent 


Main-Line Railways and L.P.T.B. (including Ownership Proportion of 
Joint Lines) Traffic, etc., Receipts 


Main-line London Passenger 


companies Transport Board Total 
£ £ £ 
Grand Total 169,452,000 30,389,000 199,841,000 
Road Collection 
Published Railway Miscel- | Transport | & Delivery 
Account traffic laneous Goods Passenger Total 
Figures receipts receipts Services | & Goods 
receipts Train 
£ £ £ £ £ 
Year 1938 
G.W.R. .| 26,586,563 242,577 69,523 | 1,001,570 | 27,900,233 
L.N.E.R ..| 46,248,039 408,076 91,732 | 1,317,333 | 48,065,180 
L.M.S.R. 63,562,391 649,724 147,807 | 2,225,754 | 66,585,676 
Southern 21,739,072 272,979 24,625 533,292 22,569,968 
158,136,065 | 1,573,356 333,687 | 5,077,949 | 165,121,057 
J'' Je. Lines (50% | 
only where Jt. 
with L.P.T.B.) 4,256,821 | 32,803 69,337 4,358,961 
162,392,886 | 1,606,159 333,687 | 5,147,286 169,480,018 
Allow for *‘ Round- 
ing Off" 27,886 159 313 286 28,018 
162,365,000 | 1,606,000 334,000 | 5,147,000 169,452,000 
Passenger Receipts Goods | Miscel- 
Train | laneous Total 
Total Railway Road POReen | ee 
Year to June 30, 1939 £ £ £ £ £ £ 
L.P.T.B. vide a 
Annual Repor 
(Page 30) (a) 30,925,912 95,554 | 48,287 | 31,069,753 
Road Services (Page 
44 
Buses & Coaches 16,550,096 


Trams... ba 3,054,777 
Trolley buses 3,518,308 


(b) | 23,123,181 
Railway (a) less 
(b) including the 
Cr. balance from 
London Passenger 


Pool we : (c) | 7,802,731 
Add Ownership 
share of Lines 
Jointly - Owned 
with Main Line 
Cos. (Not de- | 
tailed in Alcs.) (d) 221,000 46,000 | 34,000 301,000 


Total Traffic, etc., 
receipts , 
Eliminate London Pool 
Balances included 
in 
(c) Cr ia 1,092,536 
(d) Dr. ie si 113,923 


| 8,023,731| 23,123,181) 141,554 | 82,287 | 31,370,753 


1,092,536 
113,923 


7,045,118] 23,123,181, 141,554 | 82,287 | 30,392,140 
118 igi} 554| 2,287 3,140 


17,045,000 | 23,123,000| 141,000 | 80,000 | 30,389,000 
| | | 


Allow for ** Rounding 
Off "’ a in 
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Estimated Passenger Receipts of the London Passenger Transport Board . 
the Future Year at Charges in Operation on April 30, 1940, and Estimatec 
Gross and Discounted Annual Yield from the Proposals 


> | Estimated yield from proposals 
Estimated in | before Committee (a) 
future year at | 


charges on “ waecabitataa 


Charge in operation on April 30, 
1940 


April 30, 1940 | Gross Discounted 
RAILWAYS | | 
Ordinary fares crunnting as £ | £ £ 
and under 5d. .. -| 1,641,475 231,000 153,000 
Ordinary fares of 5d. and over ...| 1,766,099 33,000 26,500 
Workmen's return fares wall 930,510(b) 54,100(b) 43,300(b) 
Season ticket rates : 1,162,350 87,500 70,000 
Cheap day return fares ... 379,890 | 28,000 22,400 
Other charges not affected by | | 
proposals before Committee } 419,676 | 
: 
Total L.P.T.B. railways ... ..-| 6,300,000 | 433,600 315,200 
Add ownership proportion of 
joint lines (all fares) a 323,000 | 24,200 19,300 
Total of above 2 items £6,623,000 £457,800 334,500 
| say 334,000 
ROAD SERVICES } } 
Central buses, trams, and trolley- | 
buses | 
(a) Ordinary single fares exceed- 
ing 4d. me ..| 11,533,700(c) 1,531 ,800(c) 1,007 ,000(c) 
(b) Workmen’ s return fares 1,015,650 150,000 126,000 
(c) Cheap midday and other ex- 
ceptional fares : | | 
(i) 2d. cheap midday fares aes (d) 4,000 3,200 
(ii) “* All-the-way '" 9d. return 
fare ue sae ea bi 218,000 24,000 | 19,000 
Coaches and Country Buses 
(a) Coach ordinary single fare ... 129,000 6,500 | 5,200 
(a) Country bus ordinary single 
fares exceeding I}d. ... in (e) (e) (e) 
(a) Country bus ordinary return | 
fares... : (f) (f) | (f) 
(b) Coach ordinary return fares 304,500 9,400 7,500 
(c) Country bus _ six-return 
journey tickets isi ad 22,500 2,250 1,800 
All forms of Road Transport 
(a) Season ticket rates, coaches 30,700 2,600 | 2,100 
(a) Season ticket rates, buses | 
(excluding road portion of 
road-rail rates) .. ‘ (g) (g) (g) 
(a) Road portion ‘of road- rail 
season ticket rates oie ; (h) 3,000 2,400 
(b) All other exceptional fares 
not otherwise covered . 493,300 37,800 30,100 
Other charges not affected by 
proposals before Committee .. 6,780,650 
Total road services 20,528,000 1,771,350 1,204,300 
say |,191,000(i) 
Total railways 6,623,000 457,800 334,000 
Grand Total . £27,151,000 £2,229, 150 £1,525,000 


(a) Not including yield from increases already authorised by the Minister's Orders 
of April 17 and June 26, 1940. 

(b) Separate figures are not available for workmen's return fares in the two groups. 

(c) Includes ordinary single fares exceeding I4d. on Country buses not separately 
calculated. (See also Note (f).) 

(d) Receipts from 2d. cheap midday fares not separately ascertainable and unavoid- 
ably included in receipts from ordinary single fares. The estimates of yield in respect 
of this item are accordingly arbitrary. 

(e) Included with central bus, tram and trolleybus ordinary single fares exceeding 
I4d. (See note (d).) 

(f) Not separately ascertainable. Included with other exceptional fares under 
item 9(b). 

(g) Receipts not separately ascertainable, but very small and included with other 
exceptional fares under item 9(b). Estimated yield negligible and disregarded. 

(h) Not separately ascertainable. Unavoidably included with receipts from rail 
season tickets under item 5. The estimates of yield in respect of this item are accord- 
ingly arbitrary. 

(i) As shown in Col. 4 of Appendix Ill. The discrepancy of £13,300 is explained as 
follows. Col. 3 of Appendix Ill overstates and Col. 4 of Appendix Ill understates 
the estimated yield by £6,800 because the Consultative Committee included a sum of 
£10,000 in their estimates of the yield from the adoption of their recommendations in 
respect of Miscellaneous Fares, but only gave approval to increases of fares in this 
category estimated by the Railway Executive Committee to yield £3,200. The balance 
of discrepancy (£6,500) is due to minor adjustments in the estimates in respect of the 
road proportion of road rail seasons and return tickets on certain Country bus and 
trolley bus routes. 

August 22, 1940. 


Mr. Moelwyn Hughes, for the London County Council and 
other local authorities, argued that it was wrong to project 
into a future year a past average of receipts, and to assume 
that the war effort in production was not going to increase. 
The average length of journey with a workman’s ticket was 
increasing. He contended that the London Traffic Area had 
already been compelled to subscribe to the Railway Executive 
Committee at a higher rate than the rest of the Kingdom, 
and it should be exempted from any further increase. 
Before additional fares were imposed on ordinary passengers 
the Government should recoup the railways for the special 
facilities provided for those whom the different departments 
authorised to travel at reduced fares. 
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Mr. J. J. Hughes, Chairman of the Traders’ Co-ordinating 
Committee on Transport, said that if one section were relieved, 
an extra charge would be imposed on another section. This 
would eventually result in the increased cost of commodities, 
and a vicious spiral would be set up. 

Mr. A. E. Samuels, for the London Workers’ War Vigilance 
Committee, maintained that the agreement between the 
railways and the Government should never have _ been 
concluded. 

Mr. F. L. Sabatini, for the National Farmers’ Union, said 
that an increase in railway rates meant for most farmers 
a compounded threefold or fourfold increase. 

Mr. Munns who appeared on behalf of the districts of 
Barking, Romford, and Dagenham, said that nearly 90 per 
cent. of the residents in the L.C.C. Becontree estate had to 
travel to and from their work. He called as witnesses Mr. 
John Parker, M.P. for the Romford Division, Mr. Pearce, 
J.P. for Essex, and Mr. Rogers, a member of the Dagenham 
3orough Council, who were all of opinion that the circum- 
stances of the workers in their areas did not permit of any 
further increase in the cost of travel. 

For the National Federation of Professional Workers it was 
asked that if any increase in charges was made it should be 
on those freights of which the price was controlled by the 
Government. 

Mr. Lionel Jellinek, for the London Co-operative Society, 
contended on Monday (September 9) that it was everyone’s 
duty to be vigilant in avoiding inflation. The committee, in 
deciding the best method of applying the increases should 
beware of putting too much strain on the working man. 

Mr. Jack Gaster, for the London District Committee of the 
Communist Party, deprecated the withdrawal by London 
Transport of road-rail tickets. He submitted that the 
estimates of future revenue were faulty, and that the Com- 
mittee had power to inquire into the railway revenues from 
all sources, without limiting itself to the passenger and goods 
traffic receipts. 

Mr. Dudley Collard, for the British Youth Peace Assembly, 
urged that half-price season tickets should be made available 
to persons up to 21 instead of 18, and that the limitation of 
these tickets to those earning less than 18/- a week should be 
abolished. 

Sir William Wood on Tuesday submitted a memorandum 
from the Railway Executive Committee in response to a 
request made on the fifth day of the inquiry by the Chairman 
of the consultative committee indicating that he desired the 
assistance of the Railway Executive Committee upon the 
suggestion that foodstuffs should be excluded from the 
operation of the percentage increase under consideration. 
The Chairman desired the Railway Executive Committee to 
consider this suggestion on the basis that the commodities 
appearing in certain of the Lists to the General Classification 
of goods should be excluded, and he referred specifically to 
Lists E, F, G, H, S, and T, to which it would appear to be 
appropriate to add List X. 

The memorandum stated that the Railway Executive 
Committee had given the fullest consideration to this sugges- 
tion and with the object of assisting the consultative committee 
to a determination of this question it made the following 
observations. These observations fell under two _ heads, 
namely :—(1) Practical details in the charging of traffic and 
(2) General considerations relating to the structure of railway 
rates and the interdependence of those rates in general. 

With regard to what is stated under head No. (1) the 
Railway Executive Committee did not wish it to be under- 
stood that it suggested that the difficulties involved were 
insuperable, but it considered that these difficulties should 
be borne in mind in arriving at a conclusion on this subject. 
They arose from : 


(a) Scope of the Lists 

For the traffics named in the above lists there were excep- 
tional rates which were considerably below the standard 
charges, and although they included some foodstuffs they 
excluded others ; also they included commodities other than 
human food, such as the following :— 

List E: Malt, distillers’ grains, ground nuts or earth nuts 
(pea nuts) for crushing for oil, palm kernels, for crushing for 
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oil, tung oil nuts, for crushing for oil; List G : Candles and 
tapers, grease for lubricating purposes, oils (not dangerous), 
oils, lubricating, paraffin wax, saltpetre, sand—glass and 
silver, soap, soda, tallow wood preservatives; List H: 
plumbago (graphite), polishes, dressings and stains, tobacco 
leaf. 

The rates on groceries specifically named in Lists G and H, 
when consigned at the rates applicable to the lists, would not, 
under the proposal be increased, but when sent as mixed 
groceries, for which there was a separate entry in the classifica- 
tion, they would be increased. Similarly, the rates on hams 
and bacon (cured) would not be increased but those on cooked 
ham would be. 

Amongst items of foodstuffs not included in the lists were 
the following :—Fresh meat, fish (other than cured), vegetables, 
tea. 

The rates on fish, if cured, would not be increased, but if 
fresh or frozen would be. Similarly, while barley for brewing 
would escape the increase, fresh herrings or cabbages would 
not. 

The lists named were thus far from complete as representing 
foodstuffs, and if the proposal were adopted to exclude from 
increase the rates on traffics named in the lists it would not 
have the desired effect. It would thus result in many 
anomalies which would cause confusion. 


(b) Mixed Consignments 

Mixed consignments comprising foodstuffs and non-food- 
stuffs chargeable at one rate (the highest rate under classifica- 
tion conditions) were frequently passing, and would present 
difficulty in deciding whether the consignment should or should 
not bear the increase. 


(c) Composite rates 

There were some composite rates on the books for important 
streams of traffic and the following was an example of the 
traffics embraced in the rates in operation between London 
and the Midlands :—Grain, List E, groceries, lists G and H; 
groceries, mixed; preserves, List S; provisions, List T ; 
twine, tea; biscuits, e.o.h.p., stationery, e.o.h.p.; paper in 
bales or bundles ; sugar in bags or crates and in pails with 
lids, and in tins in crates or protected by boards; eggs in 
cases or crates ; eggs, liquid or eggs, yolk, in casks or iron 
drums, in tins, in cases or crates; eggs liquid, white of or 
yolk of, frozen in tins not in cases; confectionery ; printed 
matter unbound. 

Difficulty of interpretation must, it was thought, arise as 
the gross weight of a consignment passing at a composite 
rate was declared by the trader. Under the proposal to 
exclude foodstuffs from increase the trader would require to 
declare separately the weights of foodstuffs and non-foodstuffs 
or consign separately. 


(d) Agreed Charges 

Where an agreed charge covered not only foodstuffs but 
other commodities difficulties must arise for the following 
reasons : 

The agreed charge was, of course, one charge covering all 
the commodities falling within its purview at a rate per package 
or rate per ton. Thus, if the foodstuffs covered by the agreed 
charge were to be excluded from the increase it would be 
necessary to review the data on which the agreed charges 
were compiled or to make a special test for the purpose. 

As many of the agreed charges covered traffics consisting of 
foodstuffs and non-foodstuffs the exclusion of foodstuffs 
from the increase would, in these circumstances, entail a 
considerable amount of work in applying the new Order and 
in each subsequent examination of the agreed charge con- 
cerned. The necessary information for this purpose was not 
in many Cases in the possession of the railway companies. 


(e) Generally 

The proposal to exclude foodstuffs would entail the use of 
two ready reckoners. This would at first add to the difficul- 
ties, but doubtless as the clerk acquired experience, the 
difficulty would diminish, although in this connection it 
should be pointed out that changes took place in station clerks 
so that new men were continually being employed on the 
particular work. 

Having regard to these difficulties, it was not considered 
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that if foodstufts were to be excluded that this should be done 
by reference to the lists mentioned. 


Foodstuffs included in the Cost of Living Index 


Consideration had been given as to whether the foodstuffs 
taken into account by the Ministry of Labour in making up 
the Cost of Living Index should be selected for this purpose. 
These were Beef, mutton, bacon, fish, flour, bread, tea, 
sugar, milk, butter, cheese, margarine, eggs, potatoes; and 
did not include many other foodstuffs which appeared in the 
General Railway Classification, e.g., pork, hams, biscuits, 
coffee, cocoa, grain, vegetables (other than potatoes) and 
fruit Further, these definitions of foodstuffs were not 
sufficiently clear for the purpose required. For these reasons 
it was not considered that isolation of the foodstuffs included 
in the Cost of Living Index would be a satisfactory solution. 


Exclusion of all foodstuffs 


If foodstutts for human consumption were excluded from 
the operation of the increase it was considered that the only 
satisfactory way would be to prepare a list, in full classification 
terms, of all such traffics. This list would require to be 
compiled from examination of the entries in the railway 
classifications, and it was necessary to make clear whether 
livestock, such as cattle, sheep, and pigs were regarded as 
foodstufts for this purpose. A preliminary examination had 
been made of the railway classifications and lists were put 
in to indicate the nature of the detailed lists that would be 
required. 


September 13, 1940 


Turning now to head No. (2), general considerations relatii 
to the structure of railway rates, it is to be remembered th 
the general principle underlining the structure of railwa 
charges involves interdependence of the charges in gener: 
It is considered that this principle which was adopted « 
from January 1, 1928, after seven years’ discussion befo1 
the Rates Advisory Committee and the Railway Rati 
Tribunal, is one of importance and should be carefully bor: 
in mind by the consultative committee before it makes an 
recommendation to the Minister upon this subject, and parti 
departure from this principle would cause concern to man 
traders. Further, the importance is stressed of applying an 
increase in a manner which will minimise grievance, in part 
cular grievance as between one form of railway user an 
another. 

No complete figures showing the receipts at the present tim 
from the conveyance of human foodstuffs (including therei 
livestock for human consumption) are available, but on 
rough approximation they amount to £13 millions per annum 
and the proposed increase in rates thereon would represent 
about £900,000 per annum. Taking the population of Great 
Britain as 45 millions this would represent an addition to th 
cost of foodstuffs of about one tenth of one penny per head 
per week. It is therefore suggested for the consideration of 
the consultative committee that in the light of all the considera 
tions advanced in this memorandum the proposed exclusion 
is hardly justified in the small advantage that will accrue in 
the cost of one group of purchases represented in the Cost of 
Living Index. 

The inquiry was concluded on Wednesday. 








NOTES AND NEWS 


Iranian Railways in Budget.—In 
the Iranian Ministry of Communica- 
tions’ budget, ratified by the Parliament 
on August 31, the sum of about 
£10,750,000 is allotted to new railway 


shares of 15s. each 


Superheating Co. (1910) Ltd. Mr. H- 
Melhuish is the Secretary of the com- 
pany. Issued capital is £270,168 15s. in 


kept allotments. The judging of the 
allotments was carried out by two 
Surrey County Horticultural Society 
judges (Messrs. J. Smith and J 
Walters) and the prize winners were 
Messrs. Werry, Cooper, and Smith. 
The judges stated that, in their view, 





construction, £1,500,000 to roads, and 
some £125,000 to the port of Pahlevi on 
the Caspian Sea 


Railway Accident in Belgium.— 
A train taking some 1,200 Dutch and 
Belgian refugees from France back to 
their own countries collided with a goods 
train on the Sambre line in Belgium last 
week, according to a Reuter message. 
Fifteen persons are said to have been 
killed and about fifty injured. 


French Railway Electrification.— 
It is stated by the Lyons radio (reported 
by Reuters) that the main line of the 
South Eastern Region (formerly P.L.M.) 
from Paris to Dijon is to be electrified ; 
as well as the remainder of the Central 
France line of the South Western Region 
between Brive and Montauban. 


Canadian Pool Trains.—In refer- 
ring to the agreement between the 
Canadian Pacific and Canadian National 
Railways on page 138 of our August 9 
issue, the Canadian National Railways 
should have been credited with the six- 
hour service over the 334 miles between 
Montreal and Toronto, and not the 
C.P.R 


Marine & Locomotive Super- 
heaters Limited.— At an extraordinary 
general meeting on September 3, it was 
resolved that the company should be 
wound up voluntarily and that Mr. 
Harold Melhuish should be appointed 
liquidator. The company was registered 
on December 19, 1910, as Schmidt's 


Canton-Hankow Reconstruction. 
The Lukow-Chuchow section of the 
Canton-Hankow Railway, which was 
dismantled over a year ago, is now 
being rebuilt, and it seems fairly certain 
that the remaining section then dis- 
mantled—from Chuchow through Siang- 
tan to Changsha—will also be rebuilt. 
In the meantime a launch service on the 
Siang river has filled the gap in rail 
communications. 


Valencia-Aragon Railway Working. 
—In view of the difficult financial 
situation of the Valencia-Aragon Rail- 
way Company, which works a broad- 
gauge (5 ft. 6 in.) line 32 km. (20 
miles) in length between Valencia and 
Liria, arrangements have been made 
for the Northern of Spain Company to 
take over the whole of the service of 
the railway. Passenger traffic will 
henceforward be worked’ by the 
Northern Company’s railcars. 


Southern Railway Digs for Victory. 

Throughout the Southern Railway 
there are as many as 12,500 allotments 
representing a total of 550 acres. Day 
by day there is an increasing number 
of railwaymen literally breaking new 
ground in this direction, as the com- 
pany gives the ground free provided 
the men will cultivate it. On August 30 
the Chairman of the Southern Railway 
(Mr. R. Holland Martin), supported by 
the General Manager (Mr. E. J. 
Missenden) and other chief officers of 
the company, presented prizes to three 
of the headquarters staff for the best 


the condition of the allotments gener 
ally reflected the greatest credit on the 
holders, especially having regard to the 
state of the ground before it was taken 
in hand by the allotment holders. 


Railway Assessments. — Annual 
reports have been issued by the Railway 
Assessment Authority and by the Anglo- 
Scottish Railways Assessment Authority 
covering the year ended March 31, 1940. 
The Railway Assessment Authority re- 
port deals with the second roll of the 
four main-line companies, and with 
the first London Passenger Transport 
roll. 


Abyssinian Railway Results for 
1939.— The board of directors of the Cie 
du Chemins de fer Franco-Ethiopien de 
Djibouti a Addis-Abeba, in its annual 
report for 1939, states that gross receipts 
increased by some fr. 500,000 as com- 
pared with 1938, and that working 
expenditure was reduced by no less 
than fr. 5,600,000. This improvement 
has also been maintained during the 
first four months of 1940, the increase 
in traffic receipts as compared with the 
same period in 1939 amounting to 
37-3 per cent. The improvement which 
occurred in the year 1939 was due to 
enhanced local goods traffic, 70,045 
tonnes being carried as against only 
19,403 tonnes in 1938; this increase of 
over 50,000 tonnes was due to the 
carriage of building and similar ma- 
terials for the Italians in Abyssinia. On 
the other hand, import and export 
traffics both declined. 
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Universal Directory of Railway Officials 
and Railway Year Book 
46th Annual Edition, 1940-41 
Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 
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OFFICIAL NOTICES 





HE INDIAN STANDARD WAGON CO. LTD 
require a SPRING SHOP FOREMAN. Appli- 
cants must have a wide experience in the manufacture, 
heat treatment and testing of laminated, volute 
und helical springs for railway rolling stock. Apply 
by letter, stating age and whether married, and 
giving full details of experience to The Indian Standard 
Wagon Co. Ltd., Bradenham House, High Wycombe, 
Bucks. 
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OFFICIAL ADVERTISEMENTS 


FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest time 
for receiving official advertisements for this page 
tor the current week’s isstie is noon on Wednesday, 
All advertisements should be addressed to :—The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 








Contracts and Tenders 


The Jamnagar & Dwarka Railway 
has placed an order with W. G. Bagnall 
Limited for one ‘‘ P’’ class metre-gauge 
4-6-0 locomotive and tender to the 
inspection of Messrs. Robert White & 
Partners. 


The Peruvian Corporation has placed 
a contract for 3,200 rail anchors with 


the P. & M. Co. Ltd.; and for a quan- 
tity of transmission belting with the 
India Rubber, Gutta Percha & Tele- 


graph Works Co. Ltd. 


The Bengal-Nagpur Railway has 
ordered 10 locomotive axles from Taylor 
Bros. & Co. Ltd. 


A trade and payments agreement 
envisaging an annual exchange of goods 
to the value of $7,000,000 was signed 
by Hungary and the Soviet Union in 
Moscow on September 3, according to a 
Moscow telegram to the official German 
News Agency. Hungary is to export 
1,000-ton cargo boats, and railway 
wheels and axles, in return for man- 
ganese, timber, asbestos, and lubricants. 
Che agreement, which is the first of its 
kind concluded between these countries, 
is a result of negotiations between M. 
Mikojov, Foreign Trade Commissar, and 
a Hungarian delegation headed by 


M. Nikl. 


Large contracts are understood to be 
under discussion for the delivery by 
Sweden to Soviet Russia over a period 
of 13 years of various classes of railway 
material, including locomotives, and 
wheels and axles. Reuters reports from 


Soviet petrol in exchange. Swedish 
companies interested in the trans- 
action have asked the Government for 
exemption from the so-called ‘‘ War 
Profit Surtax ’’ on possible profits from 
the contracts. For the railway contracts, 
a special company is to be formed, 
representing leading Swedish manufac- 
turers, according to Aftonbladet. A sub- 
sequent message states that Sweden will 
export goods to the Soviet Union to the 
value of 100,000,000 Swedish crowns 
(against 18,000,000 crowns in 1938) and 
value of 
12,000,000 


goods to the 
(against 


will receive 
75,000,000 crowns 
crowns). 

memorandum 
Trade 


In connection with the 
of the Department of Overseas 


dated August 27 regarding a call for 
tenders issued by the South African 


Harbours Administration, 


Railways & 
for the supply and 


Stores Department, 
delivery of 350 track jacks, H.M. Trade 
Commissioner at Johannesburg now 
reports that the closing date for the 
receipt of tenders has been postponed 
Thursday, October 31, 





to 3 


1940. 


p-m. on 








Railway and Other Reports 


Barsi Light Railway Co. Ltd. 
Final dividend is proposed of 2 per cent., 
making 3} per cent. (same) for the year 
to March 31, 1940. 


Ottoman Railway Holding Co. 
Ltd.—Net profit, after tax, for year to 
June 30, 1940, £28,970 (£40,537) ; to 
interest, less tax, on £22,120 
(£32,731) ; balance available for redemp- 


stocks, 








Stockholm that Sweden will receive _ tion of stocks, £6,850 (£7,805). 
Irish Traffic Returns 
Totals for 35th Week Totals to Date 
IRELAND 
1940 1939 Inc. or Dec. 1940 1939 Inc. or Dec. 
£ £ £ £ £ 

Belfast & C.D. pass. 4,442 3,652 790 116,224 95,745 20,479 
(80 miles) goods 974 593 | 381 19,589 15,445 4,144 
total 5,416 4,245 1,171 135,813 111,190 24,623 
Great Northern pass. 16,250 16,850 600 423,200 406,300 16,900 
(543 miles) goods 15,400 14,250 1,150 431,400 354,750 76,650 
total 31,650 31,100 550 854,600 761,050 93,550 
Great Southern Pass. 42,188 52,865 |— 10,675 1,245,602 1,317,184 71,582 
(2,076 miles) goods 48,860 44,522 4,338 1,585,602 1,405,406 180,196 
total 91,048 97,385 |— 6,337 2,831,204 2,722,590 108,614 
L.M.S.R. (N.C.C.) pass. 8,150 5 550 2,600 202,800 172,340 30,460 
(247 miles) goods 6,210 3,310 2,900 132,460 101,180 31,280 
total 14,360 8,860 5,500 335,260 273,520 61,740 





British and Irish Railway 
Stocks and Shares 


Prices 
gn 3s 
Stocks tor zm Sept. 
=< ~ q Rise/ 
1940 Fall 
G.W.R. 
Cons. on. ane i. 214 29 It 
5% Con. Pre 92 71 79 - 
5% Red. Pret. (1950) 98 83 934 I 
49, Deb. bee -- | 103 91 102 
44% Deb. ... ooo | 1GBE 934 1034 
44° Deb oh soe) Oa 99 14 
5° Deb. oa oon: | Oe 10942 112 - 
2476 Deb. . i. 54 2 — 
5% Re. Charge ooo | OEE 104 1104 
5%, Cons. Guar. ... Ill 9612 1054 — 
L.M.S.R. 
Ord. was 17 94 12 4 
4% Pref. (1923)... 464 | 20 33 +24 
4% 634 374 464 2 
5% Red. Pref. (1955). 83 584 734 | 
98 85 92 — 


5 Red: Deb. (1952) 109 1014 106 - 

> Guar. ... . 87} 73 75 - 
L.N.E.R. 

5% Pref. Ord. 7 53 3 23 

Seow. .. ..| 3 1 14 = 

4% First Pref. He at 19 314 +2 

$3 Second Pref. “ 15 73 10 _— 
% Red. Pref. (1955) 55 38 50 _ 
% First Guar. need 60 654 _— 
Ped Guar. ... tat 47 56 - 


$m eco ~ «| a 1 


eee 76 82 — 
5%, Red. Deb. (1947) 106 98 103 — 
44°% Sinking Fund 104 96 994 _ 
Red. Deb. 
SOUTHERN 
Pref. Ord. ... poe 78 464 44 _ 
Def. ba von ose 194 7 10 +4 
5% - 100 76 75 
5% Red. Pref. (1964) 102% 94 874 — 
5°, Guar. Pref. - 116s 103 1054 — 
50) Red. Guar. Pref. 1123 10244 1034 — 
(1957) 
4% Deb. Rte ico) 914 99 — 
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Despite intensified aerial warfare and 
the bombing of the City, remarkably calm 
conditions have prevailed in the stock and 
share markets. As was to be expected, 
in view of some temporary interruption 
of transport and allied facilities, business 
in all classes of securities has been at a 
minimum, but confidence in the position 
and outlook was indicated by the absence 
of heavy liquidation. In fact many 
stocks remain in very short supply in the 
market, and in numerous instances busi- 
ness has not been sufficient to test quota- 


tions adequately this week. Declines in 
home railway securities were relatively 
moderate, and the rather lower prices 
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the general trend on the Stock Exchange 
must be expected to govern the more im- 
mediate trend in main-line railway securi- 
ties; but the decision in regard to the 
application for higher rates and fares is, 
of course, awaited with considerable 
interest. 
Whereas most 
way stocks were 
ruling on Friday 


of the junior home rail- 
slightly below the prices 
last, in many cases they 


were above those current at the middle of 
last week. Most of the debenture stocks 
remained unchanged. Although at the 
time of writing an easier tendency is 
developing in L.M.S.R. preference stocks, 
the senior preference is 46, which com- 
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Southern preferred at 43 was also u 
changed on balance, while the deferr 
was 10, and the 5 per cent. preferen 
744. Southern guaranteed was lower 
1054, but the 4 per cent. debentures we 
again 98. In regard to L.N.E.R. issu 
the guaranteed stocks reflected tl! 
general tendency; the first guaranteed 
65 at the time of writing, and the secon 
guaranteed, 55. The first preference wa 
a point higher on balance at 31, and th 
second preference around 10, but an easis 
tendency is now developing. L.N.E.R 
3 per cent. debentures were maintained ; 
62, and the 4 per cent. debentures wet 
82. London Transport ‘‘C’’ remaine 














were attributed more to reduced demand pares with 44} at the middle of last week. at 28}. 
than to actual selling. It has been for Similar remarks apply to the 1923 prefer- Argentine railway debentures’ wer 
some time past realised that the question ence, which, however, at 33 showed a rise better on balance. B.A. Gt. Souther: 
of possible air raid damage has entered of two points on balance. L.M.S.R. ordi- 4 per cents were 42}, compared with 38 
into market estimates as to the outlook nary was unchanged at 11}, as was the week ago, and B.A. Western 4 per cents 
for railway stocks, and that this factor is guaranteed stock at 75, while the 4 per 34, compared with 314, while B.A. & 
probably already more than discounted in cent. and 5 per cent. debentures remained Pacific 44 per cents were fractionally 
current prices. Moreover, it is now felt at 91} and 106 respectively. Great higher at 20. Elsewhere, the chief featur 
that, in view of the terms of the financial Western ordinary has now become easier, was further improvement in San Paul 
agreement with the Government, the rail- but on balance shows improvement from ordinary stock, which has gained thre« 
ways are better placed than the majority 273 to 28} The 5 per cent. preference points to 294. Canadian Pacific deben 
of industrial concerns in regard to com- kept at 78}, the guaranteed stock was tures and preference stocks were mode 
pensation for damage from bombing. 1044 and the 4 per cent. debentures rately higher; the latter was 45, as 
Nevertheless, under existing conditions, 1034. compared with 444 a week ago. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Traffic for Week = Aggregate Traffics to Date Prices 
Miles 4 h 
Railways open — Es Totals $ — Jo 2... Oo 32 
1939-40 & Tore! Inc. or Dec. ° Increase or Stock =n $s 3k 7° $ 
this year mous $ This Year Last Year Decrease = i , st 
£ é £ £ £ 
Antofagasta (Chili) & Bolivia 834 1.9.40 18,120 670 35 607,380 456,690 150,690 Ord. Stk. 10% 44 5 Nil 
so agg North Eastern... 753 31.8.40 ps. 170,700 ps. 18,400 9 ps. 1,570,200 ps. 1,659,600 — ps. 89,400 on 44 2 2 Nil 
Bolivar . jin one moi 174 Aug. 1940 3,550 1,350 35 32,180 34,050 — 1,870 6p.c. Deb 7t 53 6+ Nil 
Brazil ... ton — — — —_ _ — —_— — Bonds. 54 44 6* Nil 
Buenos Ayres & Pacific 2,801 31.8.40 _ ps.1,111,000 ps. 103,000 9 ps.10,021,000 ps.11,269,000 —ps.1,248,000 Ord. Stk. 5+ 2 2 Nil 
Buenos Aires Central ‘inn 190 20.7.40 $99,600 — $42,600 3 $258,200 $275,200 ~— $17,000 —_ —_— — — 
Buenos Ayres Gt. Southern 5,082 31.8.40 ps.2,123,000 +ps.285,000 9 ps.17,414,000 ps. 17,415,000 —ps. 1,000 Ord. Stk. 133 44 a Nil 
Buenos Ayres Western 1,930 31.8.40 ps. 537,000 — ps.47,000 9 ps. 5,560,000 ps 6,078,000 —ps. 518,000 * 104 4 3 Nil 
§ | Central Argentine 3,700 31.8.40  ps.1,396,900 —ps 320,600 9 ps.12,915,600 ps. 18,869,600 —ps5,954,000 * lig 4 3+ Nil 
. Do — - - - = — _— — Dfd. 4 I; 2 Nil 
3 Cent. Uruguay of M. Video . 972 31.8.40 17,593 + 1,583 9 157,296 150,200 + 7,096 Ord. Stk. 24 Te 14 Nil 
< Costa Rica oes 188 May 1940 17,282 — 7,020 48 193,339 245,516 — 52.177 Stk. 244 18 17+ ile 
— | Dorada eae ine we 70 July 1940 13,200 — 1,300 30 85,200 95,100 — 9,900 I Mt.Db. 104} 102 98 6re 
f | Entre Rios a ose 810 31.8.40 ps. 200,500 —ps. 17, 4 9 ps. 2,160,300 ps. 2,532,600 —ps. 372,300 Ord. Stk. 3 It Ni 
<< Great Western ‘of Brazil . 1,016 31.8.40 8,000 + 300 35 344,900 278,400 + 66,500 Ord. Sh. 3/- 1/24 *% Nil 
} International of Cl. Amer. .. 794 July | 1940 $419,682 $43,933 30 $3,724,774 $3,697,627 + $27, 147 _— — -= -- — 
Interoceanic of Mexico d - -- — _ Ist Pref. Tid. 74d. + Nil 
% | La Guaira & Caracas ... wall 223 Aug. 1940 6.445 — 990 35 52,060 49,355 + ~ 2,705 — - -- — — 
= | Leopoldina we ow 1508 31.8.40 24,725 1,036 35 780,583 696,055 + 85,528 Ord. Stk. 24 + | Nil 
3 | Mexican iwi aan 48 21.7.40 ps. 245,000 ps. 19,000 3 ps. 786,200 ps. 803,200 —ps. 17,000 = 1% 4 t Nil 
“ | Midland of Uruguay one ‘mie 319 July 1940 10,223 + 1,081 4 10,223 9,142 + 1.081 — —_ — _— —_ 
Nitrate = oss 386 31.8.40 6,300 + 1,397 35 119,999 80,102 + 39,897 Ord. Sh. 24 I} lé 7 
Paraguay Central ine ‘iii 274 31.8.40 $3,245,000 $540,000 9 332,989,000 $32,409,000 + $580,000 Pr.Li.Stk. 454 36 38 154 
Peruvian Corporation eee! 1,059 Aug. 1940 69,178 4 7,745 9 134,599 125,839 + 8,760 Pref. 1 2 Nil 
Salvador gaa sain wei 100 27.7.40 ¢13,689 ¢1,889 4 £45,961 €44,932 + ¢1,029 -- — —_ _ _ 
San Paulo one <= 1534 25.8.40 31,625 4,064 34 1,267,230 1,116,881 + 150,349 Ord. Stk. 38 20 274 on: 
aoe _ 160 June 1940 830 1.625 52 29,590 33,700 — 4,110 Ord. Sh. i 6/6 + 93 
United of Havana 1,353 31.8.40 16,114 5,819 9 145,344 151,664 — 6,320 Ord. Stk. 2 4 Nil 
( Uruguay Northern ... ose 73 July 1940 930 + 106 4 930 824 + 106 — _ _ — _ 
4 { Canadian National ‘ --» 23,695 31.8.40 1,472,293 296,616 35 31,459,354 23,920,127 + 7,539,227 — _ _ — _ 
- Canadian Northern aon -- a -- ~ — =~ — - 4 p.c. Perp.Dbs. 743 60 74 53 
s Grand Trunk ite ae -- -- -- - -- _ = — 4p.c.Gar. 1004 76 102 34 
U | Canadian Pacific eee] 07,080 31.8.40 1,069,400 + 113,400 35 21,240,200 17,224,200 + 4,016,000 Ord. Stk. 7 34 54* Nil 
{ Assam Bengal . 1,329 30.4.40 45,187 4 6,529 4 135,060 120,437 + 14,623 Ord. Stk. 764 60 724 45 
Barsi Light ane 202 20.6.40 2,857 + 82 12 30,577 25,597 + 4,980 _ — _ _ —_ 
+ | Bengal & North Western 2,091 July 1940 219,225 + 26,086 18 1,030,913 906,507 + 124,406 Ord. Stk. 277 2294 240 64 
« | Bengal Dooars & Extension. 161 20.6.40 4.433 + 602 12 31,218 22,583 + 8,63 p 91 844 215 3 
>< Bengal-Nagpur «ol 3,269 20.5.40 247,650 + 17,103 7 1,252,950 1,161,007 + 91,043 - 943 834 924 4% 
= | Bombay, Baroda & Cl. India 2.986 31.8.40 254,850 + 47,100 22 3,957,975 3,504,825 + 453,150 i 108 90 1034 543 
Madras & Southern Mahratta 2,967 10.7.40 136875 — 11,185 14 1,781,539 1,753,612 + 27,927 ~ 1044 92 994 7+ 
| Rohilkund & Kumaon wie 571 July, 1940 46,575 + 8,291 18 239,490 190.076 + 49,414 ve 2 263 250 64 
| South Indian - aos| aye 20.7.40 121,599 + 10,755 16 1,390,463 1,294,081 + 96,382 ” 1024 88 844 Sti 
Beira ... - one nits 204 June 1940 82,307 — 39 664,403 — — — _ — — — 
Egyptian Delta sei aoe 623 10.5.40 4,591 — 602 6 19,436 20,384 — 948 Prf. Sh. + 4 + Nil 
» | Kenya & Uganda cee] 0,689 — -- _ oo -—— ~ — _ _ — — _ 
> | Manila ... ose _ — — _ _ — — B. Deb. 55 39 47} 7% 
2 Midland of W. “Australia one 277 Msy 1940 13,908 — 192 48 145,304 165,763 — 20,459 Inc. Deb. 91k 874+ 824 4t 
«@ | Nigerian . coo} 1,900 29.6.40 57,130 + 35,366 13 499,238 370,507 + 128,731 _— - _- - _ 
> | Rhodesia « 2,442 June 1940 428,043 — 39 3,473,254 —_ — — — — -- = 
South Africa ... 13,287 3.8.40 710,948 48,250 18 11,998,534 11,459,538 + 538,996 _ _ _ - _ 
| Victoria 4,774 May 1940 745,469 55,455 48 9,145,264 8,666,883 + 478,381 — _ _ _ — 
- Note. Yields are based on the approximate current prices and are within a fraction of ord iw Argentine traffics are now given in pesos 


* Quotation is of June 17, 


1940 ; dealings subsequently prohibited 


t Receipts are calculated @ Is. 6d. to the rupee 
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